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Sailings Every 10 Days! 












Two modern docks A significant and encouraging fact to shippers is the increase of shipping facilities over 
a oe the McCormick Pacific-North Atlantic service effective July 1st. The company has looked 
forward for a long time to stepping up this service to three ships monthly and promptly 
falling in line with the return of better business, we are glad to announce sailings east 
and westbound every 10 days instead of every 14 days as heretofore. Under the new 


hing. 


os = 


H Easte es: . -_ 
| panna Teaee schedule, for instance, sailing dates are as follows: 
: PHILADELPHIA 
—m © 560 Drexel Bldg. Ship From Philadelphia Baltimore Norfolk 
Phone: Lombard 4360 ° ‘ ‘ 
i aiataiee ee a July 28 Aug. 1 Aug. 2 
1032 Whitehall Bldg. 5 7 é 
Phone: Murray Hin’ 2-6000 ee Aug. 8 Aug. 11 Aug. 12 
} BALTIMORE Pee eer Te CTT LITT Tiree Aug. 19 Aug. 22 Aug. 23 
altimore Trust Co. Bldg. § N , 
Phone: Calvert 6234 SS. Wm. A. McKenney................... Aug. 29 Sept. 1 Sept. 2 
- pty The McCormick Man appreciates your calling him for rates 
Grant St. & 7th Ave. and further sailing dates on any contemplated shipment. 


Phone: Atlantic 7725 
cue catie Your next shipment via McCormick 
E. !.. MeConnaughey & Co. 
327 So. La Salle St. 
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TH 
When there is a demand for a vital machine Conye 
part, even though it may weigh a few ounces TT 
or ten tons—-when you are required to rush a 
fresh supply of containers, supplies, or any- HA. 


thing—the thing to do is call the Railway 
Express. Here’s why. 


When you telephone the Railway Express you 
enlist the aid of a single, nation-wide organi- 
zation comprising railroads, swift moving 
motor trucks, airplanes, and an army of 
trained men that work for you day and night, 
speeding your shipment on its way, so that 
none of that all too valuable time is lost. 


















Whether your shipping problem be one of 
emergency—or faithful daily routine, your 
shipments are insured swift, competent han- 
dling by Railway Express with a minimum of 
expense to you. 


RAILWAY EXPRESS 


Agency Inc. 
NATION-WIDE RAIL AND AIR SERVICE 
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Lackawanna freight moves fast and on schedules as dependable 
as those of its crack passenger fliers. Two points vital to the 
shipper whether his goods are perishable or not. He can 
depend upon Lackawanna service to deliver his shipments at 
and the point of demand in the shortest possible time. 

The modern speedster, pictured above, is one of the reasons. 

Only such titans of power and speed...costly as they are...are 

Dependability aol enough to omnia maueal demands of the "Seah 
superb freight service. Satisfied shippers will give you addi- 

tional reasons why they have always preferred the Lackawanna. 
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THerr Time 


is Yours 






G. W. MADSEN 
General Agent 
Albany, N. Y. 


J. G. VREELAND 
General Agent 
Milwaukee, Wis. 


F. W. FISCHER 
General Agent 
Columbus, Ohio 


Don’t hesitate to call 


Your ERIE Agent 


You don’t need to wait until an 
important shipment comes along 
Ask him 
for advice or information on any 


You'll find his 


to call your Erie agent. 


traffic situation. 
time is always at your disposal .. . 


and that he is a mighty good man 


to know. 
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LL 
ATRAIN OF THOUGHT 


LL worthwhile de- 

velopment, whether 

_ it is economic, social or 

industrial, is the result of 

a “train of thought "put 

into practice. 

Precision Transportation, one of 
the most highly developed merchan- Virginia Seacoast and the Midwest, 
did not just happen. 
literally, 


dise freight services of the present They are all, 


“trains of thought”; direct 
results of the “train of thought” that 


day transportation world is the re- 
sult of a carefully executed “train of 


thought” and the precise operation 
of many “trains of thought”. 

“The Skipper” and “The Pilot”, 
“The Nomad” and “The Caravan”, 
four fast Norfolk and Western mer- 


chandise trains operating between the 


has been developed into Precision 
Transportation. 
There is much about Precision 
Transportation that your nearest 
Norfolk and Western representative 


will be glad to tell you— call him. 


NORFOLK AND WESTERN 
RAILWAY 


PRECISION TRANSPORTATION 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Take the government out of business. This applies 
to ocean and inland waterway transportation as well as 
to other business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 


| plication of the principles thus arrived at. 


Equalization of regulation of the various agencies 
of transport. 
Non-discriminatory and reasonable railroad rates for 


| shippers, but a rate level high enough to give the rail- 


roads as a whole the adequate revenue prescribed by 
sound public policy. 
A traffic department, in charge of a capable traffic 


| man, for every business concern doing any considerable 


amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 
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A TRANSPORTATION CONFERENCE 


T is a matter for congratulation that what it is 
hoped will result in a national transportation con- 
ference has been started by Harry A. Wheeler, president 
of the Railway Business Association and former presi- 
dent of the Chamber of Commerce of the United States, 
the purpose being to examine the transportation prob- 
lem in all its aspects with the hope of reaching agree- 
ment as to a permanent, national legislative program. 
The President of the United States has a committee at 
work along these lines and the federal coordinator of 
railroads is charged by law with the duty of making rec- 
ommendations. Both need the help that can be obtained 
from business groups interested because of their business 
or because of their wider desire for the public welfare. 
In order to make the conference as effective as possible, 
it should be as representative as possible, and, to our 
way of thinking, no group should refuse this opportunity 
to participate, at least in the study stage. When it 
comes to making recommendations, if that stage is 
reached, any group or individual may, of course, with- 
draw if the final report is not acceptable. 
Report or no report, there is much to be gained by 





O*r@e 





PAGE 165 


an exchange of views by all parties at interest on the 
basis of facts to be developed and presented. Even 
representatives of a group or an individual not entirely 
authorized to act for the rest of the group or for his 
employers may properly participate to the end that all 
facts shall be developed and all views presented and con- 
sidered. An interest remaining outside this council may 
not well be heard to complain of the conclusions it 
reaches when it does not give the benefit of its point of 
view; the kind of conference set up or the plan of pro- 
cedure may not strike one as the best that could be de- 
vised, but still one ought to participate in it as the best 
opportunity now offered for reaching some sort of basis 
for national legislation for a permanent settlement of 
the troublesome transportation problem, much compli- 
cated in recent years by the advent and growing power 
of methods of transport other than rail, which as yet 
no well-rounded or concerted effort to meet has been 
made. 

Shall we leave the consideration of this problem to 
the administration in Washington and then growl about 
the conclusions reached, or shall we do our best to see 
that the administration has all the information it should 
have, as well as the benefit of our advice? Some may 
adopt the former course because they find themselves 
unable to “go along” with anybody in any course that is 
suggested ; sensible persons and organizations, really de- 
siring a sound, national transportation policy, will adopt 
the latter. 


SALARIES, PUBLIC AND PRIVATE 


Pops again of the question of high salaries paid 
in private business, which has been brought into the 
limelight by the suggestion made by Coordinator East- 
man to railroad executives that they cut their pay, it is 
confused often by comparisons of private salaries with 
salaries paid to public servants. Even Mr. Eastman re- 
marked, in the course of his statement to railroad exec- 
utives, that, in government service, comparatively low 
salaries were paid for important work. Let us think 
about the situation for a moment. 

There are, of course, some public servants of private 
means who are not dependent on their salaries and who 
would serve even without salary. The salary, therefore, 
is no measure of their ability, though they may or may 
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not be worth it, and the mere fact that they have money 
does not necessarily mean that they could command big 
salaries if they sought them. There are also some public 
servants, no doubt, who might earn bigger salaries else- 
where but who, for one reason or another—social 
prestige, perquisites, the riding of a hobby—prefer to 
serve where they are. “Luck” figures somewhat in the 
equation also, some persons in public as in private life 
being where they are merely through force of circum- 
stances. But, by and large, public servants occupy the 
positions they hold because they have sought them as 
desirable from a pecuniary point of view, salary and 
perquisites both being taken into consideration. Their 
a measure of their ability in the sense 
that they think they can make more money in public 
office than they could make elsewhere. In many cases 
they are not even worth what they get. The holders of 
elective offices are not chosen in the sense that they are 
drafted because of peculiar ability to do the work; they 
announce themselves as candidates and procure their 
own election by means known to politicians; their chief 
ability is along the lines of political craft, which enables 
them to become the “choice of the people.” This applies 
from the lowest to the highest offices; anyone who does 
not know it simply is not familiar with practical things. 


compensation is 


IIow foolish, then, to talk about salaries in private 
business being too high because they are higher than the 
salaries of public servants “doing important work.” The 
work they are supposed to do may be important, but 
often they do not do it and oftener still they do not do 
They, for the most part, get all they are worth, 
That they seek the jobs is proof that they 
believe this themselves. There is nothing sillier, gen- 
erally speaking, than the man who thinks that, if he de- 
voted his talents to private business and the getting of 
money, he would outshine the giants in the business 
world. The reason (with, of course, some exceptions) 
-he is where he is is that that is where he belongs; if he 
could take the place of the high-salaried business exec- 
utive he would do so. It is especially humorous for the 
professional politician who has achieved a position in 
the legislature or the United States Senate to think the 
salary of the business executive should be pared because 
he gets more than a senator or a governor. How many 
“lame duck” senators and congressmen, seeking other 
outlets for their talents after the people have refused to 
reelect them, are sought by big business or any other 
kind of business for positions of importance? 


it well. 
if not more. 


All this, of course, is quite aside from the question 
of whether railroad executives are getting salaries that 
are too large, now, in times of business depression, or 
in any times. It merely disposes, we think, of the matter 
of the comparison of private salaries with public sal- 
aries. It may be that the public ought to pay larger 
salaries and, thus, try to enlist the services of bigger 
men, but, as things are, most of our public servants are, 
at best, in the mediocre class, and, if their salaries do 
not fit them, it is because they are baggy. 
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THE CODE IN PRACTICE 

ERHAPS the wave of ‘enthusiasm for the blanket 

code which President Roosevelt and the national ip. 
dustrial recovery administration are asking all employ. 
ers to adopt will wane somewhat when employers come 
to apply it to their own particular business. Take ow] 
own, for instance. We are asked to make no reductions] 
in pay and to go toa forty-hour week. This means shorte; 
hours for our employes and so a higher cost for the 
amount of work done. Either there must be less work 
done or more people employed. How are we reimbursed 
for this increased operating expense? We suppose Presi. 
dent Roosevelt or Mr. Johnson would answer that we 
should get it from increased advertising rates or in 
creased subscription rates. Our experience and ow 
knowledge of our own business, however, tells us that 
neither expedient could be adopted with profit. An in- 
creased subscription price would result in a net loss in 
circulation and an increased advertising rate would 
result in a net loss in advertising revenue. Perhaps, 
then, the answer would be that we would eventually profit 
in increased business through the return of general pros. 
perity which the code scheme is intended to bring about. 
If the scheme worked, that might be the case; if it did 
not work, it would not be the case. In either event, we 
and other employers similarly situated are asked to make 
a direct financial contribution to the return of prosperity 
by increasing employment. And if that contribution, 
by any chance, should destroy the small margin of profit 
in a business or increase an existing deficit to the point 
where the employer could no longer continue in business, 
what, then, of the wage earner, who must lose his job in 
consequence ? 

However, we believe it is the duty of employers to 
“go along” with the Roosevelt plan, at least for a rea- 
sonable length of time, in the hope that it will work, if 
only for the reason that one who refuses to cooperate can- 
not well be heard to complain if the plan does not bring 
results. 


LOANS TO RAILROADS 
In Finance No. 10088, the Chicago & North Western Rail: 
way Co. has asked for approval of a loan of $3,862,000 from 
the R. F. C. to help it in refinancing Fremont, Elkhorn & Mis- 


sourj Valley Railroad Co. 6 per cent consolidated mortgage 
bonds, due Oct. 1, of which there are $7,724,000 outstanding. 
The plan is to pay one-half in cash and the other half with a 
reissue. As security the applicant offers stocks, bonds, equip- 
ment trust certificates and assignments of dividends now 
hypothecated with the R. F. C. 

H. A. Scandrett, president of the Chicago, Milwaukee, St. 
Paul & Pacific, has advised the R. F. C. that the company’s 
application for a loan of $9,000,000 will be withdrawn as, on 
account of increased earnings, the company will not need the 
money. 

FLORIDA SURCHARGE CASE 

The Commission has been advised that the federal district 
court sitting at Jacksonville, Fla., has denied an interlocutory 
injunction in State of Florida et al. vs. United States and Inter- 
state Commerce Commission. The Florida railroad commis- 
sioners, in that proceeding, sought to obtain an order from the 
court forbidding the enforcement of the Commission’s order in 
No. 25910, surcharges on intrastate commerce within the state 
of North Carolina, which covered not only North Carolina, but 
Florida, South Carolina, Georgia, Kentucky and Ohio also. (See 
Traffic World, July 22.) The order sought to be enjoined was 
that of June 6, extending the imposition of surcharges on Florida 
intrastate rates on the interstate level. 
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“Evil practices have hidden behind 
the bugaboo of state rights long 
enough,’ George H. Dern, Secretary of 
War, Utah Democrat, told the annual 
conference of governors at Sacramento, 
Calif., a few days ago. 

“For effective economic planning, such as we are embark- 
ing upon for the first time,’ he added, “state borders must, 
to an extent, be disregarded and the United States must be 
taken as one economic area. .And it will be good for the 
states.” 

And just about a century ago Andrew Jackson was threat- 
ening to hang John C. Calhoun higher than Haman for threat- 
ening to assert what Calhound thought a state’s right—namely, 
to nullify a tariff law enacted by the Congress of the United 
States. Calhound thought the tariff inimical to the interest of 
South Carolina. Calhound was then no longer the protectionist 
he had been in 1816. 

It may be believed that an old Federalist, who would have 
dared make such a speech as Dern hurled at the heads of the 
governors, of whom he had been one, would have drawn upon 
himself the curses of the state rights men, devout followers 
of Thomas Jefferson, then gone to his reward but seven years. 

Elihu Root once made a speech about the rights of states 
in which he, supposedly the spiritual descendant of the old 
Federalists, laid it down as incontrovertible that the failure 
of the states to perform all the duties within their jurisdiction 
did not empower the national government to take over those 
duties. 

Now, however, Texas and Oklahoma not being able to pre- 
vent the production of petroleum in violation of their laws 
and orders thereunder, the federal government, by means of 
regulations that, in terms, mingle state and interstate trans- 
portation of oil, undertakes to accomplish diminution of pro- 
duction by exercising a supervision over transportation that 
reaches into the territory of each state. Some think that 
control of transportation is Without much respect for the line 
that is supposed to separate state and interstate transporta- 
tion. 

“Think of the chaos that would result if states erected 
tariff barriers,’ advised Mr. Dern. The men who wrote the 
Constitution thought of the chaos that would result if states 
erected tariff barriers. They forbade such hurdles, seeming to 
believe that trade would encounter enough of them without 
adding customs tariffs. 

“But,” added Mr. Dern, “states can and do erect barriers 
gainst wise social legislation and effective national planning. 

.We know that, to the extent that the depression was caused 
by governmental mistakes, they were not the mistakes of the 
states, but of national government, and we expect that govern- 
ment to get us out again.” 

It might be suggested that what is proposed now in the 
way of disregarding state borders seems like punishing the 
states for the mistakes Mr. Dern said they did not commit. 
Perhaps the federal government’s mistakes that are assumed 
to have helped bring on the depression were made because, 
before the “new deal,” it did not break down the borders of 
New York and other states and take over the reform of 
things in them that are popularly supposed to have hurt the 
country. 

But things have gone wrong, as in other years. This time 
about everything ever suggested in other panic-depression years 
President Roosevelt has been authorized to try as a depres- 
sion remover, even if thereby state lines be obliterated because 
of the supposed necessity for greater freedom of action. 

There are: many who are advocating the consolidation of 
counties as measures of economy. Perhaps it would be econ- 
omical and wise to abolish states and set up porvinces ruled 
by governors sent out from Washington so that better economic 
Planning could be brought about. 

A further thought is that it would be well to make a start 
toward the time when the’ United States would be but one 
political unit by erecting provinces about the same as the 
sroups the Commission created in 1920 when it divided the 


State’s Rights a 
Bugaboo Says Dern, 
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country, for rate-making purposes, into the three great classi- 
fication territories, with the western district subdivided into 
the western and mountain-Pacific territories. Then things might 
go‘ better. 

Of the making of codes there is no 
end, it might be said by the hard-pressed 
newspaper men who are trying to keep 
abreast of what industries are trying to 
do under the national industrial recovery 
act. They are accustomed to taking note 
of the doings of one Congress. Now they are becoming accus- 
tomed to trying to take note of half a dozen or more all work- 
ing at the same time. 

To make matters more complex, they are assailed by a 
different language at every code meeting. At the hearing on 
the cotton textile code they learned about the “stretch-out” 
system; at the petroleum code hearing they learned about “‘five- 
spotting,” “rock pressure,” “free flow,” and “hot oil.” The 
“stretch-out” system is the adding to the number of machines 
an operative must attend, forcing him to stretch out his opera- 
tions. ‘“Five-spotting” is a method whereby oil wells are made 
to yield more oil by forcing water down into five wells, thereby 
sending oil up through the fifth hole, by maens of pressure 
applied in that way. 

The things agreed on in the code meetings become law, if 
and when the President approves a code, enforceable by fine 


Making of Codes 
Really Enactment 
of Statutes 


and imprisonment. But, unlike the acts of Congress, the 
President has the power to add to or take from the codes, 


and, under certain conditions, he can make a code. 

In a way of speaking, the recovery law gives to the Presi- 
dent the power of governing, in industrial matters, by decrees, 
only the word “decree” is not used. But a code prescribed by 
the President, it might be added, has all the effect of a decree, 
though, in American speech, a decree is issued only by courts. 





More than one writer has at- 
What Will the Country poet ghee or. suc- 
cess with Congress in getting legis- 
Do When it Is lation and in getting from business 
No Longer Scared? a unanimity for his plans that is 
. amazing, to the fact, as he believed 
it, that the country was thoroughly scared. So many things 
had happened to it, all nasty, that there had been an easily 
perceptible feeling among men of prominence that they should 
not speak their minds lest by so doing they precipitate some- 
thing worse. 

Men in touch with industrial leaders know that their first 
reaction to the first suggestions looking to the giving of almost 
unlimited power to President Roosevelt over industry was: 
“Well, we had better go along or something more drastic will 
be proposed.” 

A thought in connection with the matter is that the coun- 


try may be expected to act in accordance with the poetical 
rule, of many versions, one of which is: 
The Devil was sick, the Devil a monk would be; 


The Devil was well, the Devil a monk was he. 

There seems small likelihood of the 
country going into another discussion of 
the “money question” such as the one in 
which in indulged in the political campaign 
of 1896. However, students and solvers of 
that problem, being faced with conditions 
not unlike those of that and preceding years, are making them- 
selves heard. 

“A break of such serious proportions in stock and com- 
modity prices was unnecessary and uncalled for,” said the 
Committee for the Nation, a New York organization endeavor- 
ing to throw light on the subject, in connection with the 
recent break in prices. “It was due to uncertianty over our 
monetary policy and our unreadiness to apply necessary steps 
in the recovery program which left us open to mass psychology 
and foreign manipulation.” 

That organization says the remedy 
simple and that two courses are open. 
issued by it says: 





Concerning the 
Art of Making 
Money Behave 


for the situation is 
Continuing, a statement 


One is to create a free gold market and have the Federal Reserve 
or the Treasury buy gold, and once we have reached our desired price 
level, sell gold. Then the purchasing power of our dollar will depend 


not upon foreign speculation nor statements in the House of Com- 
mons, but will become a domestic matter expressing the will and 
purpose of our own administration. 

The second course would be the immediate announcement that 
the Treasury will buy all gold offered at $36 per ounce and sell it at 
$36.50. Three months ago this figure would have been adequate, 
according to the committee’s calculation, to restore the 1926 price 
level. 


The important thing is for the United States to have and to use a 
that 


mechanism will move the dollar, as the pound has been moved, 
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steadily toward the desired point of its gold value. This committee 
has recommended a free gold market because it would allow an 
orderly and steady increase instead of an abrupt increase. Had public 
opinion been mobilized to support such a move, this extreme break in 
commodity and stock markets, with its retarding effects upon our 
recovery, would have been avoided. Only minor corrective adjust- 
ments to offset unwarranted speculation in certain instances would 
have been necessary. 

We must bear in mind that the depression was monetary in its 
origin and the remedy lies in the resolute, courageous application of a 
corrective monetary policy. Psychological publicity will no longer do. 


=m. H.. TA. 


RAILROAD ACCOMPLISHMENT 


“The railroads performed, in 1932, a freight service equiva- 
lent to hauling 1,877 tons of freight for the distance of one mile 
for every man, woman and child in the country. No figure illus- 
trates more vividly the effect of the depression upon the steam 
lines,” according to the annual yearbook of railroad information 
just issued by the Western Railways’ Committee on Public Re- 
lations. 

“In 1929 the average freight service per inhabitant per- 
formed by the railways was equi valent to hauling 3,681 tons of 
freight for the distance of one mile. This average service per in- 
habitant fell to 3,113 ton-miles in 1930, fell again to 2,492 ton- 
miles in 1931, and then dropped still further to 1,877 ton-miles 
last year. The average for 1932 thus shows reductions of 25 per 
cent below 1931, of 40 per cent below 1930, and of 49 per cent 
below 1929. 

“Similar great reductions occurred in railway passenger traf- 
fic. In 1920 the passenger traffic of the railways was the equivalent 
of carrying every inhabitant of the United States for a rail jour- 
ney of 440 miles. By 1929 the passenger service per inhabitant 
performed by the railways had fallen to an average trip of 256 
miles. The average railroad passenger travel per inhabitant 
then fell to 218 miles in 1930, to 176 miles in 1931 and to 136 
miles in 1932. The average travel by rail of each inhabitant of 
the country in 1932 thus showed reductions of 23 per cent below 
1931, of 38 per cent below 1930, of 47 per cent below 1929, and 
of 69 per cent below 1920. 

“Because of these huge losses in traffic, railway freight rev- 
enues in 1932 fell $2,375,000,000 below 1929 and railway passenger 
revenues fell $496,000,000. After the payment of operating ex- 
penses, taxes and fixed charges the railways ended the year 1932 
with a deficit of more than $150,000,000. 

“A comparison of financial results of railway operation in 
1932 with those of 1916, the last year before the United States 
entered the World War, is also presented in the yearbook. This 
comparison shows that from 1916 to 1932 the total operating rev- 
enues of the railways declined $470,111,000. In this same period 
locomotive fuel costs decreased $78,453,000. But far offsetting 
this latter reduction, there were increases of $71,007,000 in the 
railway wage bill chargeable to operating expenses; of $53,- 
695,000 in payments made for materials and supplies, and in 
charges for loss and damage, injuries to persons, insurance, de- 
preciation and retirements, of $118,053,000 in taxes; and of 
$79,308,000 in equipment and joint facility rentals. In other 
words, while operating revenues decreased $470,111,000 from 
1916 to 1932, operating expenses, taxes and rentals increased 
$243,610,000 in this same period. In consequence, there was a 
reduction of $713,721,000 in railway net earnings. 

“During the year 1932 the railways employed an average of 
14,000 executives, officials and staff assistants whose average 
earnings for the year amounted to $5,234; 185,000 clerks, stenog- 
raphers, typists, etc., at an average annual wage of $1,604; 
216,000 section men at an average wage of $908; 283,000 carmen, 
machinists, boilermakers, helpers, etc., at an average wage of 
$1,237; 134,000 station agents, telegraphers, truckers, crossing 
flagmen, etc., at an average wage of $1,355; 14,000 yardmasters, 
switch tenders and helpers at an average wage of $2,016; and 
203,000 engineers, firemen, conductors and brakemen at an aver- 
age wage of $2,031.” 


REVENUE FREIGHT LOADING 


Loading of revenue freight the week ended July 15 totaled 
648,206 cars, the highest for any week so far this year, accord- 
ing to the car service division of the American Railway Asso- 
ciation. 

This was an increase of 108,983 cars above the preceding 
week this year, when loadings were reduced owing to the ob- 
servance of Independence Day, and was an increase of 144,445 
cars above the corresponding week in 1932, but was a reduc- 
tion of 109,783 cars below the corresponding week in 1931. 

Loading of all commodities the week ended July 15 showed 
increases over the preceding week this year. All commodities, 
except live stock, also showed increases over the corresponding 
week last year. 

Miscellaneous freight loading for the week ended July 15 
totaled 239,165 cars, an increase of 39,126 cars above the pre- 
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ceding week, and 55,446 cars above the corresponding week ip 
1932 but a decrease of 44,705 cars under the same week jn 
1931. 

Loading of merchandise less than carload lot freight totaleq 
170,666 cars, an increase of 24,335 cars above the preceding 
week, and 3,731 cars above the corresponding week last year, 
but 44,873 cars under the same week two years ago. 

Grain and grain products loading for the week totaleq 
51,389 cars, an increase of 6,449 cars above the preceding week, 
and 9,162 cars above the corresponding week last year, but 
9,435 cars below the same week in 1931. In the western dis. 
tricts alone, grain and grain products loading for the week 
ended July 15 totaled 34,661 cars, an increase of 5,115 cars 
above the same week last year. 

Forest products loading totaled 28,075 cars, 6,635 cars above 
the preceding week, 13,145 cars above the same week in 1932, 
and 333 cars above the same week in 19381. 

Ore loading amounted to 23,620 cars, an increase of 7,262 
cars above the week before, and 17,081 cars above the corre. 
sponding week in 1932, but 13,280 cars below the same week 
in 1931. 


Coal loading amounted to 113,438 cars, an increase of 23,056 
cars above the preceding week, 43,224 cars above the corre. 
sponding week in 1932, and 4,466 cars above the same week in 
1931. 


Coke loading amounted to 6,316 cars, 66 cars above the 
preceding week, 3,737 cars above the same week last year, and 
1,768 cars above the same week two years ago. 


Live stock loading amounted to 15,537 cars, an increase of 
2,054 cars above the preceding week, but a decrease of 1,081 
cars below the same week last year, and 4,057 cars below the 
same week two years ago. In the western districts alone, 
loading of live stock for the week ended on July 15 totaled 
11,606 cars, a decrease of 1,298 cars compared with the same 
week last year. 


All districts except the Central Western, which showed a 
slight decrease, reported increases in the total loading of all 
commodities compared with the same week in 1932. All dis- 
tricts reported decreases, compared with the corresponding 
week in 1931, except the Pocahontas, which showed an increase. 


Revenue freight loading by districts the week ended July 
15 and for the corresponding period of 1932 was reported as 
follows: 

Eastern district: Grain and grain products, 8,298 and 6,380; live 
stock, 1,620 and 1,437; coal, 25,192 and 15,226; coke, 1,530 and 730; for- 
est products, 1,786 and 1,431; ore, 3,272 and 957; merchandise, L. C. L., 
47,431 and 43,963; miscellaneous, 57,873 and 40,746; total, 1933, 147,002; 
1932, 110,870; 1931, 165,172. 

Allegheny district: Grain and grain products, 4,654 and 3,275; live 
stock, 1,082 and 1,128; coal, 29,114 and 19,518; coke, 2,828 and 1,027; 
forest products, 1,494 and 669; ore; 3,902 and 837; merchandise, 
L. C. L., 34,419 and 33,514; miscellaneous, 55,080 and 35,637; total, 
1933, 132,573; 1932, 95,605; 1931, 147,132. 

Pocahontas district: Grain and grain products, 528 and 368: live 
stock, 188 and 190; coal, 36,555 and 19,925; coke, 273 and 126; forest 
products, 852 and 470; ore, 81 and 62; merchandise, L. C. L., 5,233 and 
4,682; miscellaneous, 5,347 and 4,072; total, 1933, 49,057; 1932, 29,895; 
1931, 47,002. 

Southern district: Grain and grain products, 3,248 and 2,658; live 
stock, 1,041 and 959; coal, 14,242 and 9,265; coke, 399 and 203; forest 
products, 8,205 and 4,977; ore, 471 and 92; merchandise, L. C. L., 
28,651 and 27,631; miscellaneous, 33,083 and 25,258; total, 1933, 89,340; 
1932, 71,048; 1931, 103,413. 


Northwestern district: Grain and grain products, 13,289 and 5,267; 
live stock, 4,623 and 3,948; coal, 3,321 and 2,160; coke 1,074 and 345; 
forest products, 7,231 and 3,093; ore, 14,429 and 2,988; merchandise, 


lL. C. L., 19,664 and 20,861; miscellaneous, 25,521 and 22,619; total, 
1933, 89,152; 1932 61,281; 1931, 107,104. 
Central western district: Grain and grain products, 16,413 and 


17,820; live stock, 5,580 and 6,923; coal, 3,088 and 2,768; coke, 114 and 
100; torest products, 4,922 and 2,616; ore, 1,160 and 1,449; merchandise, 
L. C. L., 23,004 and 23,681; miscellaneous, 35,738 and 34,628; total, 
1933, 89,969; 1932, 89,985; 1931, 123,830. 

Southwestern district: Grain and grain products, 4,959 and 6,459; 
live stock, 1,403 and 2,033; coal, 1,976 and 1,352; coke, 98 and 48; for- 
est products, 3,585 and 1,674; ore, 305 and 154; merchandise, L. C. L., 
12,264 and 12,603; miscellaneous, 26,523 and 20,759; total, 1933, 51,113; 
1932, 45,082; 1951, 64,336. 

Total, all roads: Grain and grain products,’ 51,389 and 42,227; live 
stock, 15,537 andl 16,618; coal, 113,438 and 70,214; coke, 6,316 and 2,579; 
forest products, 28,075 and 14,930; ore, 23,620 and 6,539; merchandise, 
L. C. L., 170,666 and 166,935; miscellaneous, 239,165 and 183,719; total, 
1933, 648,206; 1932, 503,761; 1931, 757,989. . 


Loading of revenue freight in 1933 compared with the two 
previous years follows: 





; 1933 1932 1931 

Four weeks in January ............ 1,910,496 2,266,771 2,873,211 
Four weeks in February .......... 1,957,981 2,243,221 2,834,119 
Four weeks in March 2,280,837 2,936,928 
BIVG WeeKs in AGT 2... ccccccccsese 2,774,134 3,757,863 
Pour weeks in May .......<s06se0e 2,088,088 2,958,784 
Four weeks in June 1,966,488 2,991,950 
WOOK GHGOG DUG 1 occ csvcccssecece 488,281 667,630 
Week ended July $ .........ccecse. 415,928 762,444 
Week ended July 15 503,761 757,989 

TE ene ee eee ee LT, 15,027,509 20,540,918 
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Decisions of Interstate Commerce Commission 








CHINA CLAY ADJUSTMENT 


HE Commission, in No. 20482, R. T. Vanderbilt Co., Inc., 
ie al. vs. A. C. L. et al. and the cases joined with it, upon 
original and further hearing, has found with respect to the com- 
plaints on original hearing that the rates assailed on china clay 
from points in South Carolina and Georgia to points in trunk line 
and New England territories were unreasonable to the extent 
they exceeded rates made 16 per cent of the first class rates in 
effect from and to the same points at the time that the basis 
pecame effective. Reparation was awarded. 

With regard to imported clay from north Atlantic ports to 
points in trunk line and New England territories, the Commis- 
sion found they were and for the future would be unreasonable 
to the extent they exceeded or might exceed 19 per cent of the 
present first class rates from and to the same point plus a charge 
of 50 cents a net ton for handling the traffic from shipside to cars 
at the port. Reparation was also awarded in that phase of the 
case. 

Carrier petitions, filed during the pendency of the proceed- 
ings, for further hearing and reconsideration, were denied. 

New rates are to be made effective not later than October 
20. To them, the Commission said, might be added the present 
authorized emergency charges. 

Commissioner Porter, dissenting in part, said that the ma- 
jority prescribed a lower basis on the imported clay than on the 
domestic product. He thought the imported clay should take 
rates at least no lower, mile for mile, than the domestic product. 

Commissioner Mahaffie, also dissenting in part, expressed the 
opinion that the level of rates for reparation purposes was below 
the reasonable maximum for the services rendered. He said that 
Commissioner Lee concurred in that expression. 

Commissioners Eastman and Miller, the report said, did not 
participate in the disposition of these cases. 


The cases joined with the title complaint which were on 
further hearing for reparation purposes were: No. 20482, R. T. 
Vanderbilt Co., Inc., et al. vs. A. C. L. et al., and two sub-numbers 
thereunder, West Virginia Pulp and Paper Co. vs. Central of 
Georgia et al... and Harris Clay Co. vs. A. C. L. et al.; No. 
20225, Empire Floor & Wall Tile Co., Inc., vs. C. C. & O. et al.; 
No. 20850, St. Regis Paper Co. et al. vs. Ann Arbor et al.; No. 
20929, Castanea Paper Co. et al. vs. A. C. L. et al.; No. 20930, 
International Paper Co. et al. vs. Ann Arbor et al.; No. 21347, 
D. M. Bare Paper Co. vs. Central of Georgia et al.; No. 21619, 
Trenton Potteries Co. vs. B. & O. et al.; No. 17840, Ceramic 
Traffic Association vs. Pennsylvania et al.; No. 20409, Interna- 
tional Paper Co. et al. vs. B. & O. et al.; No. 20734, New Jersey 
Coated Paper Co. et al. vs. Pennsylvania Co. et al. 


A second class of cases, joined with the title case, were not 
all heard together and were covered by three proposed reports. 
They are: No. 24869, Newton Falls Paper Co., Inc., vs. N, Y. C. 
et al. and four sub-numbers thereunder, Blackstone Glazed Paper 
Co. et al. vs. N. Y. N. H. & H. et al., Plymouth Rubber Co., Inc., 
vs. Same et al., Craftex Co. vs. B. & A. et al., and Pawtucket 
Glazed Paper Co., Inc., vs. N. Y. N. H. & H. et al.; No. 24958, 
Racquette River Paper Co. vs. B. & O. et al.; No. 24971, Endicott 
Johnson Corporation et al. vs. Erie et al.; No. 25238, Oswego 
Falls Corporation vs. A. C. L. et al.; No. 25262, T. R. Goodlatte 
& Sons, Inc., vs. B. & O. et al.; No 25289, New York Belting & 
Packing Co. vs. Erie et al.; No. 24327, Golumbia Mills, Inc., 
vs. A. C. L. et al., and two sub-numbers thereunder, Arkell & 
Smiths vs. Same and Pass & Seymour, Inc., vs. Pennsylvania 
et al.; No. 24360, Onondaga Pottery Co. vs. B. & M. et al., and a 
sub-number thereunder, Iroquois China Co. vs. Same; and No. 
25396, T. R. Goodlatte & Sons, Inc., vs. Central Railroad of New 
Jersey et al. 


SUGAR CASES OF 1933 


Acceding to earnest representations of transcontinental 
carriers and shippers, the Commission in a supplemental report 
in I. and S. No. 3814, sugar cases of 1933, has modified the 
fourth section permission therein granted so as to change the 
dividing line between the 65 cent blanketed territory and the 
territory in which the rates on eastbound sugar must be graded. 
The modification has been made by means of a supplemental 
fourth section order No. 11300, based on fourth scetion appli- 
cation No. 14080, one of the cases joined with the supension 
proceeding. 

In the original report, dated July 3 (see Traffic World, July 
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8, p. 86), the Commission authorized the railroads to make 
a rate of 65 cents from San Francisco Bay points to Chicago, 
Milwaukee, St. Louis and related points and to maintain higher 
rates at intermediate points on conditions that no rate to 
points west of Ogden or Salt Lake City, Utah, or Williams or 
Phoenix, Ariz., should exceed 65 cents or be in excess of the 
lowest combination of intermediates. 

As modified the fourth section relief line is the boundary 
between Utah and Nevada, including Williams and Phoenix, 
Ariz. 

Railroads and shippers represented that the drawing of 
the line first specified would create great hardship on the part 
of some producers and urged that the Utah-Nevada line would 
be more logical. 

Chairman Farrell and Commissioner Tate noted dissents. 
Commissioners Eastman and McManamy, the report said, did 
not participate in this decision. 


SCOTT COUNTY COAL CASES 


A new body of coal rates, effective not later than October 
19, based on findings of unreasonableness and undue prejudice, 
has been prescribed by the Commission on further hearing in 
No. 16323, Scott County Milling Co. et al. vs. Butler County Rail- 
road Co. et al., and a long list of cases joined with it, from 
southern Illinois, western Kentucky and Alabama to destina- 
tions in southeastern Missouri and parts of Arkansas. The cases 
joined with the title complaint are shown hereinafter. 

The general scheme of the new rates is to have those from 
southern Illinois serve as bases around which others are pre- 
scribed in designated relationships. 

Rates from mines in the southern Illinois groups and sub- 
groups, and in the Belleville origin group, collectively designated 
as the southern Illinois group, are prescribed to the destination 
territory in cents a net ton shown in an appendix (omitted 
but summarized) of which the following are believed to be 
typical: 

To Marquand, and Fredericktown, Mo., $1.85; Lutesville 
and Bessville, Mo., $1.75; Jackson and Laflin, Mo., and points 
grouped with them, $1.65; Arbor and Advance, Mo., $1.70; 
Blodgett and points grouped with it, $1.75; Brownwood, Mingo 
and Zalma, Mo., and points grouped with them, $1.80; Bernie 
and Townley, Mo., $1.90; Randol and Poplar Bluff, Mo., and 
points grouped with them, $2; Wappapello, Hendrickson, and 
Williamsville, Mo., $2.05; Swift, Mo., and Rector, Ark., and 
points grouped with them, $2.15; Oxly and Doniphan, Mo., $2.25; 
Yarbro, Ark., Dillman, Mo., and Blytheville, Ark., and points 
grouped with them, $2.30; Burdette and Jonesboro, Ark., and 
points grouped with them, $2.40; Portia and Black Rock, Ark., 
$2.50; Lepanto Junction, Ark., and Dryden, Ark., and points 
grouped with them, $2.55; Joiner, Ark., and West Memphis, Ark., 
and points grouped with them, $2.65; Cash and Algoa, Ark., and 
points grouped with them, $2.75; Paroquet, Ark., and Caldwell, 
Ark., and points grouped with them, $2.80; Mounds and Beebe, 
Ark., and points grouped with them, $2.95; Austin and Brinkley, 
Ark., and points grouped with them, $3.05; Handford and Berry, 
Ark., $3.15; Pine City and Stuttgart, Ark., and points grouped 
with them, $3.20; Jacksonville, Ark., and Pine Bluff, Ark., and 
points grouped with them, $3.25; Herron and Cotter, Ark., $3.30; 
Sorrells and Roland, Ark., and points grouped with them, $3.40; 
Kingsland and Houston, Ark., $3.50; and Monticello, Ark., $3.60, 

The Commission found the assailed present relationship be- 
tween the rates from the southern Illinois group and those from 
mines on the Illinois Central in western Kentucky, on shipments 
moving via Thebes, Ill., to the destination territory covered by 
the complaints, including the additional territory brought in 
issue by No. 24908, Illinois Coal Traffic Bureau vs. Alabama 
Central et al., unduly prejudicial. It said that the undue 
prejudice should be removed by the establishment of rates from 
mines on the Illinois Central in western Kentucky via Thebes 
not exceeding 25 cents a net ton over those prescribed from 
mines in the southern Illinois group. 

The Commission further found that the assailed present re- 
lationship between the rates from the southern Illinois group 
and those from mines on the Illinois Central and L, & N. in 
western Kentucky, on shipments moving via Memphis, Tenn., 
unduly prejudicial. It said that to the destinations on and north 


of the line of the Missouri Pacific from West Memphis, Ark., 
via Wynne and Fair Oaks to Bald Knob, Ark., the prejudice 
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should be removed by establishing, from the western Kentucky 
group via Memphis, rates not exceeding those based on $2.65, 
which rate was prescribed from the southern Illinois group to 
West Memphis, plus a differential of 5 cents a net ton for each 
25 miles, or major fraction thereof, beginning with a differ- 
ence in distance of 25 miles of excess distances, west- 
ern Kentucky via Memphis over’ southern Illinois’ via 
Thebes, except that rates from western Kentucky via 
Memphis to stations on the Cotton Belt between Jonesboro 
and Fair Oaks, Ark., and on the Missouri Pacific between 
Nettleton and Wynne, Ark., should not exceed the rates 
from western Kentucky via Memphis to Jonesboro and 
Nettleton, respectively. The Commission said that to the des- 
tinations south and southwest of the line of the Missouri Pacific 
from West Memphis to Bald Knob the undue prejudice should 
be removed by the establishment, from the western Kentucky 
group via Memphis, of rates not exceeding those computed under 
the differential basis hereinbefore set forth, except that as to 
those destinations the differentiais were to be added to the 
rates herein prescribed from southern Illinois, instead of to the 
West Memphis rate of $2.65. 

In further settlement of the controversy the Commission 
said that the assailed present relationship between the rates 
from mines in the Alabama base groups hereinafter mentioned, 
on the one hand, and from mines in the southern Illinois and 
western Kentucky groups, on the other, was and would be 
unduly prejudicial. The report said the udnue prejudice should 
be removed by the establishment of rates from the Alabama 
base groups, which should not exceed those made by means 
of a differential of 5 cents a net ton for each 25 miles, or major 
fraction thereof, beginning with a difference in distance of 25 
miles, of differences in the average distances from mines in the 
southern Illinois group, via Thebes, and from Frisco group 2 
and Southern Railway groups 4, 11, and 12 in Alabama; to des- 
tinations on and north of the Missouri Pacific from West Mem- 
phis to Bald Knob, such differential to be added to or deducted 
from the rate of $2.65 prescribed from mines in the southern 
Illinois group to West Memphis, according as the distances from 
such mines, via Thebes, or from such Alabama base groups, via 
Memphis, were greater, except that the rates from Alabama 
mines to stations on the Cotton Belt between Jonesboro and 
Fair Oaks, Ark., and on the Missouri Pacific between Nettleton 
and Wynne, Ark., should not exceed the rates from the Ala- 
bama mines to Jonesboro and Nettleton, respectively; to des- 
tinations south and southwest of the Missouri Pacific from West 
Memphis to Bald Knob, the differential, the report said, should 
be added to or deducted from the rates prescribed from the 
southern Illinois group according as the distances from such 
southern Illinois mines via Thebes or from such Alabama origin 
groups via Memphis were greater. The report said the evidence 
did not warrant any change in the present relationship between 
the Alabama base groups and other groups in Alabama. The 
report said that except as hereinbefore stated the assailed rates 
were not unreasonable or unduly prejudicial. Reparation was 
denied. 

The Commission said that the defendants might establish, 
as an alternative, the same grouping from western Kentucky 
via Memphis and from Alabama as would apply from the south- 
ern Illinois group under the foregoing findings in lieu of rates 
to individual destinations, except that, under such an alterna- 
tive grouping, the groups to which rates of $2.15, $2.30, and 
$2.40 were herein prescribed from the southern Illinois group 
should each be divided into two groups as to rates from western 
Kentucky via Memphis and from Alabama; such subdivided 
groups to include (1) stations on and east of the Cotton Belt 
extending through Jonesboro, Paragould, Rector and St. Francis, 
Ark., and (2) stations west of that line. In the event the 
alternative plan is used the distance upon which the differen- 
tials provided for in the findings, the report says, are to be 
based on the average of the distances from the origin groups 
to stations in the destination groups subdivided as before set 
forth. 

Distances referred to in the findings, the report said, were 
to be computed over the shortest routes, via Thebes or Mem- 
phis, as the case might be, over which carload traffic could be 
moved without transfer of lading. The present authorized emer- 
gency increases, the report said, might be added to the rates 
prescribed. It was to be understood, however, said the report, 
that the prescribed relationships between the respective origin 
groups were to be maintained. 

Findings in the former reports, the report said, to the ex- 
tent that they were inconsistent with those herein, were re- 
versed. 

Commissioner McManamy, dissenting, said that in his view 
the rates prescribed by the majority were not justified by the 
evidence. They not only exceeded rates previously prescribed in 
these cases, he said, but materially exceeded rates prescribed by 
the Commission on coal between points in the same general ter- 
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ritory. He said that the rates prescribed varied from 101 to 107 
per cent of the Holmes & Hallowell scale, while rates prescribeq 
in the previous decisions in these cases in some instances were 
but 87 per cent of the scale. He also pointed out other decisions 
in which, he said, rates on a basis lower than the Holmes & Hal. 
lowell scale had been prescribed. His idea was that the rates 
should have been found unreasonable to the extent that they 
exceeded 90 per cent of the Holmes & Hallowell scale. He an.- 
nounced that Commissioner Brainerd joined in that dissenting 
expression. Chairman Farrell and Commissioner Porter noted 
dissents, while the report said Commissioners Eastman and 
Miller did not participate in the disposition of these cases. 

The other cases joined with this one are three sub-numbers 
under the title complaint, Scott County Milling Co. et al. vs. 
Cc. Cc. C. & St. L., Dexter Ice, Fuel & Power Co. vs. C. & E. I. 
et al., and R. B Bowman vs Same; No. 19482, East St. Louis 
Cotton Oil Co. et al. vs. B. & O.; No. 18496, John F. Evans, doing 
business as The City Fuel Co., vs. I. C. et al.; No. 21522, O. R. 
Fahrenkopf vs. C. & E. I. et al.; and four sub-numbers there. 
under, Edd Sifford et al. vs. Same; Bernie Lumber Co. vs. Same; 
Mississippi County Cotton & Grain Co. vs. I. C. et al., and L. A. 
Schott vs. C. & E. I. et al.; No 22196, Will Mayfield College vs. 
C. & E. I. et al., and seven sub-numbers thereunder, Twin City Mer- 
cantile & Manufacturing Co. vs. Same, Lutesville Sand & Gravel 
Co. vs. Same, Hilderbrand Brothers vs. Same, C. A. Walter, doing 
business as Walker & Sons Hardware & Furniture Co., vs. Same, 
John P. McCarty vs. Same, Mrs. George Ellerbrook, doing busi- 
ness as Matthews Store Co., vs. Same, and Edmiston & Black ys, 
Same; No. 22321, F. A. Bradley vs. C. & E. I. et al., and seven 
sub-numbers thereunder, Energy Coal & Supply Co. vs. C. & 
E. I., McGee-Hetlage Co. vs. Same, Energy Coal & Supply Co. 
et al. vs. C. & E. I. et al., John Cunningham vs. C. C. C. & St. L. 
et al., East Prairie Milling Co. vs. C. & E. I. et al., B. H. Sims 
vs. C. C. C. & St. L. et al., and Blodgett Elevator & Grain Co. 
vs. I. C. et al.; No. 22271, Hayti Ice & Cold Storage Co. vs. 
Cc. & E. I. et al.; No. 22429, Jewell’s Coal Yard vs. C. & E. I. 
et al.; No. 22507, Wallace Coal Co. vs. I. C. et al.; No. 22516, 
Federal Compress & Warehouse Co. et al: vs. C. & E. I. et al.; 
No. 22613, J. B. Gutzwiller Coal Co. vs. M. P. et al., and five 
sub-numbers thereunder, W. E. Davisson vs. M. P., J. L. Reed 
Coal Co. vs. M. P. et al.; H. M. Brown Coal Co. vs. Same, Hux 
Brothers vs. M. P. et al., and Riddle Lumber Co. vs. Same; No. 
22768, Smart and Sanders et al. vs. C. & B& I. et al.; No. 23578, 
C. M. Ducker & Sons vs. M. P. et al.; No. 21578, Jonesboro Freight 
Bureau et al. vs. L. & N. et al.; No. 22876, Federal Compress 
and Warehouse Co. vs. C, R. I. & P. et al., and a sub-number 
thereunder, Same vs. Same; No. 22945, Batesville White Lime 
Co. et al. vs. C. & E. I., and a sub-number thereunder, J. R. 
Loftin et al. vs. C. R. I. & P. et al.; No. 22962, J. A. Smith et al. 
vs. St. Louis Southwestern et al.; No. 22986, Choctaw Trans- 
portation Co. et al. vs. C. & E. I. et al.; No. 23150, Portageville 
Milling Co. et al. vs. C. & E. I. et al.; No. 23252, Jonesboro 
Freight Bureau et al. vs. St. L.-S. F. et al.; No. 23384, Malden 
Ice Manufacturing Co. et al. vs. C. & E. I. et al., and ten sub- 
numbers thereunder, Oran Ice & Cold Storage Co. vs. C. & 
E. L, H. $8. Roberts Grain Co. vs. C. & E. I. et al., Del Rey 
Hotel et al. vs. C. & E. I. et al.;,H. B. Kelley Feed & Coal Co. 
vs. C. & E. I. et al., P. H. Boyce Mercantile Co. &t al. vs. C. & 
E. I. et al., Mann Brothers, Inc., et al. vs. I. C. et al., J. S. Black- 
man & Son vs. C. & E. I. et al., S. L. LaFont et al. vs. C. & E. 1. 
et al., J. W. McColgan Construction Co. vs. I. C. et al., and 
Mitchell Gin Co., Inc., vs. Same; No. 23591, W. P. Brown & Sons 
Lumber Co., Inc., vs. C. R. I. & P. et al., and a sub-number there- 
under, Same vs. Same; No. 23663, A. L. Hill vs. C. & E. I. et al, 
and five sub-numbers thereunder, Fredericktown Lumber Co. 
vs. Same, Crossfield Ice & Bottling Co. vs. Same, Fredericktown 
Milling Co. vs. Same, Scott County, State of Missouri vs. C. & 
E. I. et al., and Southeast Missouri Compress Co. vs. C. & E. I. 
et al.; No. 23718, Memphis Freight Bureau for Southern Coal 
Co. et al. vs. Alabama Central et al.; No. 23816, R. Abramson 
Co. et al. vs. Ashley, Drew & Northern et al.; No. 24067, Ann- 
apolis Lead Co. vs. I. C. et al.; No. 24505, United States of America 
vs. M. P. et al.; No. 24354, Highfill Cotton Co. vs. I. C. et al.; No. 
24670, Annapolis Lead Co. vs. I. C. et al.; No. 24908, Illinois Coal 
Traffic Bureau vs. Alabama Central et al.; No. 25203, Memphis 
Freight Bureau for Bertig Co. et al. vs. C. & E. I. et al., and No. 
25018, E. C. Robinson Lumber Co. vs. C. &,E. I. et al. 


MONTANA RATES 


In a supplemental report in No. 25135, increases in intrastate 
freight rates, part 7, Montana, the Commission has modified its 
prior report, 186 I. C. C. 615, and order subsequently entered 
requiring maintenance on intrastate commerce in Montana of 
rates not lower than those than in force plus surcharges cor- 
responding to the surcharges maintained on interstate traffic, 
to exempt therefrom the intrastate shipments of lime rock, 
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from Warren to Sidney; groceries and general store supplies 
from Miles City to Baker and from Lewistown to Harlowton, 
in less than carloads; lump and slack coal, from the Bear- 
creek district to Mission, Livingston, Chestnut and Bozeman; 
and arsenic plant residue, from Anaconda to East Helena. At 
the same time the Commission entered its order in this pro- 
ceeding, reopening it as to the commodities dealt with in the 
supplemental report. 


COMMISSION REPORTS 


Grain 


No. 22946, Kansas Flour Mills Corporation vs. A. & S. et al., 
and No. 23901, Oklahoma Millers’ Association vs. A. T. & S. F. 
et al. By division 2. Rates, grain, points in Texas and Okla- 
homa, milled in transit at points in Oklahoma and at Anthony, 
Kan., and forwarded therefrom as grain products to destinations 
in Texas, not unreasonable. Undercharges were found in the 
title complaint. Transit rulessmaintained in connection with 
the traffic hereinbefore mentioned found unduly prejudicial. The 
finding was that the maintenance and application by the de- 
fendants of their present rules and practices, grain, origins on 
their lines in Oklahoma and Texas, milled in transit at points 
on their lines in Oklahoma and at Anthony, Kan., and forwarded 
therefrom as grain products to destinations in Texas, which 
transit rules and practices were less favorable and resulted in 
higher through charges than were contemporaneously applied 
by the defendants on similar shipments from and to the same 
points when milled in transit at points on the Gulf, Colorado & 
Santa Fe in Texas, resulted and would result in undue prejudice 
to the complaining millers at transit points in Oklahoma and 
at Anthony and undue preference of competing millers at transit 
points on the Gulf, Colorado & Santa Fe in Texas. The con- 
clusions in these cases, the Commission said, were without 
prejudice to any further changes which might result from the 
decision in pending general grain case. The undue prejudice 
is to be removed not later than October 20. 


Automobiles 

24590, Southwest Nash Co. vs. C. & A. et al. By divi- 
sion 2. Upon reconsideration, finding in 188 I. C. C. 234, that 
rates, automobiles, Milwaukee, Racine, Racine Junction, and 
Kenosha, Wis., to St. Louis, Mo., were in violation of section 
4 but not unreasonable, affirmed. Former conclusion as to rule 
44 of Illinois and western classifications modified so as to hold 
that the rule had no application in this case. 


No. 


Egg Case Ftats 


No. 25182, Wenk Brothers vs. C. M. St. P. & B. et al. By 
division 8. Dismissed. Appticable rate, egg case flats, North 
Kansas City, Mo., to Madison, S. D., not shown to have been 
unreasonable or otherwise unlawful. 


Guy-Wire Clamps 
No. 25331, American Hoist & Derrick Co. vs. C. M. St. P. & 
P. et al. By division 3. Dismissed. Rate, one carload, guy- 
wire clamps, St. Paul, Minn., to Weehawken, N. J., for export, 
applicable and not unreasonable. 


Canned Vegetables 


No. 25578, Collins-Dietz-Morris Co. vs. A. T. & S. F. et al. 
By division 2. Dismissed. Rates, canned vegetables, carloads, 
Austin, Ind., and canned hominy, carload, from Underwood, Ind., 
to points in Oklahoma, not unreasonable. 


Stocker Hogs 


No. 25139, Frank Zimmerman vs. M. P. et al., two sub-num- 
bers, Lee Snyder. vs. International Great Northern et al. and 
Frank Zimmerman vs. M. P., and No. 25137, Same vs. C. & N. W. 
et al. By division 3. Rates, stocker hogs, single-deck and 
double-deck carloads, and stocker cattle, carloads, points of 
origin in Oklahoma, Texas, Kansas, and Missouri to Springfield 
and Powell, Neb., and from points in South Dakota and Wyom- 
ing to Springfield, not unduly prejudicial but unreasonable in 
some instances and not unreasonable in others. Found that 
rates assailed, hogs in double-deck cars, which exceeded the 
scale prescribed for corresponding distances for application on 
cattle fit for slaughter set forth in appendix B in Concho Live- 
Stock Co. vs. A. T. & S. F., 178 I. C. C. 501, were unreasonable 
to the extent that they exceeded that basis subject to the 
minima provided in-Strader vs. A. T. & S. F., 179 I. C. C. 635. 
Rates assailed, hogs, in single-deck cars, which exceeded 115 
per cent of the Concho scale found unreasonable to the extent 
that they exceeded 115 per cent of that scale, subject to the 
minima provided in the Strader case. Rates, stocker cattle, 
unreasonable to the extent that they exceeded 85 per cent of 
the for slaughter rates in the Concho case. Reparation 
awarded. 


OnRTO 


Sheet Metal Containers 
No. 24790, Alemite Corporation vs. B. & O..et al., and 
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No. 25201, Eagle-Picher Lead Co. vs. Pennsylvania. By divi- 
sion 3. Carloads, sheet metal containers, Apollo, Pa., to Newark, 
N. J., and from Niles, O., to Brills Station, N. J., charged for as 
drums, found to have been straight carloads of cans in some 
instances and in others mixed carloads of cans and pails. Ship- 
ments found to have been generally overcharged and tariff 
charges on mixed carloads of cans and pails found unreasonable. 
Finding was that on all the shipments, excepting those in the 
title case which consisted in part of pails, the fourth class 
rates subject to a minimum of 14,000 pounds; as provided for 
cans, were applicable; and that on the shipménts in the title 
case consisting in part of pails, the applicable basis of charges 
should be determined by the use of the rates found applicable 
on cans and pails, together with the provisions of Rule 10 of 
the classification. Further found that reasonable charges on 
the mixed carloads of cans and pails in the title case would 
have been those which would have resulted from the use of 
the rates found applicable on cans and pails but that no penalty 
should be applied for noncompliance with packing specifica- 
tions if any part of the shipment were treated as a less-than- 
carload shipment. Reparation awarded in No. 25201. No. 24790 


held open on the question of reparation. Commissioner Lee 
noted a dissent. 
Coal Reparation 
No. 20965, Frank B. Clinton et al. vs. B. & O. et al. By 
the Commission. Report by Commissoner Tate. Upon further 
hearing, amount of reparation, coal from the Brazil-Clinton, 


Linton-Sullivan, Princeton and Booneville groups in Indiana to 
Paris and Conologue, Ill., determined and ordered paid. Sep- 
arate views of concurrence were written by Chairman Farrell 
and of dissent by Commissioner Lee. Commissioner Mahaflie 
noted a dissent. 


Livestock 


Fourth section application No. 14519, livestock-western dis- 
trict rates. Western district carriers authorized, in third sup- 
plemental fourth section order No. 11135, modifying prior relief 
granted in Livestock-Western District Rates, 190 I. C. C. 611, so 
as to maintain rates on their routes passing through territory 
other than the western district no lower than rates authorized 
in the district through which their routes pass. Former relief 
required them to maintain, over the relief routes, rates in ac- 
cordance with the basis prescribed in the case cited, which, 
for some distances, are lower than the basis in southern ter- 
ritory, in which territory the Commission also prescribed a 
livestock basis. Some of the routes of western district car- 
riers pass through southern territory. Over such routes they 
will be able to maintain southern district rates, by reason of 
the modification of the relief originally granted. Commissioner 


Lee, concurring in part, disagreed to the relief granted to 
direct lines and with the failure to impose the equidistant 
limitation. 


Tank Material, Etc. 


No. 25624, Challenge Co. vs. N. Y. C. et al. By division 5. 
Rates, tank material, and wooden tanks, Batavia, Ill., to Me- 
chanicville, N. Y., inapplicable on some shipments. Finding 
was that rates 6n shipments of tank material made January 7 
and April 5, 1930, and the shipment of tanks made on August 
30, 1930, were inapplicable. Rates, tank material shipped Sep- 
tember 27 and December 9, 1930, and tanks on January 6 and 
April 15, 1930, inapplicable; applicable rates were 40.5 cents’ 
minimum 34,000 pounds, on the tank material and 52.5 cents, 
minimum 36,000 pounds, on the tanks. Applicable rates un- 
reasonable to the extent they exceeded 40.5 cents on tank 
material, minimum 34,000 pounds, and 48.5 on tanks, minimum 
also 34,000 pounds. Reparation of $212.58 awarded. 


Tannery Fleshings, Etc. 


No. 25503, Milligan and Higgins Glue Co. vs. Reading et al. 


By division 4. Dismissed. Rates, tannery fleshings and hide 
trimmings, Philadelphia, Pa., to Johnstown, N. Y., not un- 
reasonable. 


Potatoes 


No. 25511, Maine Potato Growers’ & Shippers’ Association 
vs. Bangor & Aroostook, and No. 25679, Town of Searsport, Me., 
et al. vs. Same. By division 3. Dismissed. Rates, potatoes, 
points on Bangor & Aroostook to Searsport, Me., for coastwise 
shipment, and practices and services of defendant in connection 
with such traffic at Searsport, not unreasonable or otherwise 
unlawful. 


Bananas 
No. 25667, Pittsburgh Banana Co. vs. N. Y. N. H. & H. et al. 


By division 3. Dismissed. Rate, bananas, Boston, Mass., to 
Damages not 


Pittsburgh, Pa., applicable and not unreasonable. 
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shown to have resulted because of alleged violations of sections 
3 and 4 of the interstate commerce act. 


Contractors’ Outfits 


No. 25698, Brosnahan Brothers vs. K. C. S. et al. By divi- 
sion 4. Rate, used contractors’ outfits, West Parsons, Kan., to 
Independence, Mo., unreasonable to the extent it exceeded 41 
cents. Reparation of $126.21 awarded. 


Printing Paper 
No. 25775, Fraser Paped, Limited, vs. Bangor & Aroostook. 
By division 8. Carload rate, printing paper, Madawaska, Me., 
to St. Leonard, New Brunswick, Can., on shipments destined to 
Montreal for export, unreasonable, as to the factor of 19.5 cents 
from Madawaska to St. Leonard, to the extent it exceeded 6 
cents. Reparation of $342.30 awarded. 


Plate Glass 


No. 25478, Carl Graham Paint & Wall Paper Co. et al. vs. 
M. P. et al. By division 2. Rates, plate glass, Crystal City and 
Festus, Mo., to Wichita, Kan., not unreasonable in the past, but 
inreasonable for the future to the extent that it may exceed 
86 cents. Effective July 1, a fourth class rate of 86 cents was 
established from Festus and Crystal City to Wichita. The Com- 
mission said that an order for the future, therefore, was un- 
necessary. 

Building Tile and Brick 


No. 25332, Manufacturers’ Association of Chicago Heights 
vs. A. T. & S. F. et al. By division 3. Rates, hollow buildign 
tile and common brick, Chicago Heights, IIl., to interstate points 
within the Chi cago switching district, unreasonable to the 
extent they may exceed the contemporaneous all commodity 
rates applicable between Chicago Heights and the Chicago 
switching district for the respective two-line and three-or-more- 
line hauls involved in this traffic. The report said that inasmuch 
as the defendants desired to establish the rates sought by the 
complainants, on the basis indicated, and because it was as- 
sumed that they would do so at once, no order was necessary. 


Hogs 


No. 25316, Maricopa Packing Co. vs. A. T. & S. F. et al. By 
division 8. Rates to Phoenix, Ariz., prior to January 25, 1932, 
hogs, single-deck carloads, from Denver and Yuma, Colo., and 
Manville, Wyo., and on feeder cattle from Whitewater, N. M., 
found to have been unreasonable, to the extent that those on 
hogs in single-deck carloads exceeded rates resultiing from the 
application of the distance rates used in awarding reparation on 
similar traffic in Armour & Co. vs. C. B. & Q., 183 I. C. C. 253, 
and or feeder cattle to the extent they exceeded feeder cattle 
rates based on the decision in Concho Livestock Co. vs. A. T. 
& S. F., 178 I. C. C. 501, subject to a minimum of 16,500 pounds 
in a 36-foot 7-inch car with the addition of 450 pounds for each 
additional foot in length or fraction thereof on hogs, and 20,000 
pounds with the addition of 525 pounds for each additional foot 
on feeder cattle, based on the shortest distances over which 
carload traffic could be moved without transfer of lading. RKepa- 
ration awarded. Commissioner Brainerd dissented. 


Plate Glass 


No. 25253, Buell Lumber & Manufacturing Co. et al. vs. 
Mo.-Ill. Railroad et al. By division 2. Dismissed. Rates, plate 
glass, Crystal City and Festus, Mo., and Toledo, O., to Dallas, 
Tex., not unreasonable. 


Terminal Facilities 


No. 25077, Jamestown, N. Y., Chamber of Commerce et al. 
vs. Jamestown, Westfield & Northwestern Railroad Co. et al. By 
division 4. Dismissed. Joint use by defendants of the Steele 
Street Station at Jamestown, N. Y., owned by the predecessor 
of the title defendant but now leased to the Erie, found not to 
be required in the public interest. The failure of the defendants 
to participate jointly in the use of the facilities mentioned found 
not unreasonable or otherwise unlawful. The Commission said 
that there was no doubt but that the use of facilities mentioned 
would be practicable. It added, however, that the expression in 
the law “in the public interest” meant more than a mere 
desire on the part of shippers or other interested parties for 


something that would be convenient or desirable to them. The 


Commission said that where something substantial was to be 
taken away from a carrier for the sole benefit of such parties, 
and with no corresponding benefit to the carrier, as in this case, 
it was inclined to the view that some compelling reason must first 
be shown before it could find such action to be in the public 
interest. The desirability, but not the necessity, of the addi- 
tional operation of a joint terminal freight station, the Commis- 
sion said, Was shown. But, it said, the record did not show 
that Jamestown shippers were so inadequately served as to war- 
rant it, from the standpoint of the public interest, to require the 
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Erie to inaugurate additional terminal facilities and share them 
with the Jamestown, Westfield & Northwestern. 


Scrap Lead 

No. 24992, Roxbury Iron & Metal Co., Inc., vs. N. Y. N. 
& H. et al. and two sub-numbers thereunder, Guber & Sherman 
vs. B. & M. et al. and Gordon & Gerber, Inc., vs. Same. By divi- 
sion 3. Rates, scrap lead, including scrap lead remelted into 
pigs, and scrap lead battery plates, carloads, points in Maine, 
New Hampshire, Massachusetts, and Rhode Island to destina. 
tions in New York, New Jersey, Pennsylvania, Maryland and 
Virginia, not unreasonable. The report said the lawfulness of 
the rates from and to the considered points was in issue in No, 
17000, part 12, Hoch-Smith non-ferrous metals, in which a pro. 
posed report had been served. Therefore, it said, no findings 
would be made at present with respect to the reasonableness of 
the rates for the future, that question being reserved for con. 
sideration until after the decision in the Hoch-Smith proceed. 
ing. Commissioner McManamy said the denial of reparation 
resulting from the finding that rates were not unreasonable was 
not justified and that there was even less justification for not 
making a finding with respect to rates for the future, as there 
was no contention that the record was not complete. He said 
the rates for the future should have been found unreasonable 
to the extent they might exceed 25 per cent of first class. 


Zinc Dross 


No. 25261, Superior Zinc Corporation vs. Pennsylvania et al. 
By division 4. Dismissed. Rates, zinc dross, zinc ashes or 
skimmings, and sal-ammoniac skimmings, carloads, points in 
Illinois, Indiana, and Ohio to Bristol, Pa., not shown to have 
been or to be unreasonable. 


Petroleum Products 


No. 25359, East Texas Refining Co. vs. Alabama Central et 
al, and two sub-numbers, Taylor Refining Co. vs. A. & R. et al. 
and Petroleum Refractionating Corporation vs. Alabama Cen- 
tral et al. By division 4. Dismissed. Rates, petroleum prod- 
ucts, Longview, Tyler and Bodie, Tex., to destinations in the 
southeast, not unreasonable or otherwise unlawful. 


Coal 

No. 25419, Fairbanks-Morse & Co. et al. vs. A. & S. et al. 
and sub-number, Springfield, Ill., Coal Traffic Bureau et al. vs. 
Same. By division 2. Rates, bituminous coal, mines in Illinois, 
Indiana, and western Kentucky to Beloit, Wis., not unreasonable, 
except from mines of the Patoka Coal Co. and the Enos Coal 
Mining Co., on the Algers, Winslow & Western in the Princeton- 
Ayrshire group in Indiana to the extent that it exceeds or may 
exceed the rate applicable from other mines in that group. 
Rates from mines in Illinois, Indiana and western Kentucky to 
Beloit, found unduly prejudicial to Beloit and unduly preferen- 
tial of Rockford, Ill., to the extent they exceeded or may ex- 
ceed the contemporaneous rates from the same origin to Rock- 
ford by more than 25 cents a net ton. Reparation denied. New 
rates are to be effective not later than October 27. 


Grain 

No. 25457, Goldcamp Mill Co., Inc., vs. A. C. & Y. et al. 
By division 2. Rates, grain, points in central territory in Ohio, 
Indiana, Illinois, Michigan, Missouri, and Wisconsin milled in 
transit at Ironton, O., and forwarded as products to destinations 
in trunk line territory in Virginia, West Virginia, and Kentucky 
on the lines of the Norfolk & Western and the Virginian, unrea- 
sonable to the extent they may exceed sixth class rates pre- 
scribed in the Eastern Class Rate Investigation from and to 
the same points applicable by way of Ironton. New rates to be 
made effective not later than October 26. Rates to points on 
the Chesapeake & Ohio, not unreasonable. Commissioner Porter 
dissented. 

Coal 

No. 25520, Traffic Bureau, Lynchburg Chamber of Commerce, 
for the Chesapeake and Virginian Coal Corporation vs. C. & O. 
et al. By division 3. Rate charged coal, Crab Orchard, W. Va., 
to Pig Point, Va., inapplicable. Applicable rate, $5.23, unrea- 
sonable to the extent it exceeded or may exceed $3.20, minimum 
50,000 pounds, to which might be added, the report said, the 
present authorized emergency increases. Reparation awarded. 


Carriers authorized to waive outstanding undercharges. New 
rate to be effective not later than October 26. 
Peaches 
No. 25638, N. A. Faulkner & Co. vs. N. Y. C. et al. By 


division 2. Rate, peaches, Morton, N. Y., to Jacksonville, Fla., 
unreasonable to the extent it exceeded $1.38, based on a weight 
of 21,780 pounds. Reparation awarded. 

Sweetclover Seed 
No. 25345, Mangelsderf Seed Co. vs. A. T. & S. F. et al. 
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By division 3. Dismissed. Upon further hearing, finding in 
former report, 179 I. C. C. 757, awarding reparation, reversed. 
Complainant, the report said, had failed to file a corrected 
exhibit showing the facts with reference to all shipments on 
which it claimed reparation. 


(Petroleum 


No. 24239, Auto Gas & Supply Co. et al. vs. A. T. & S. F. 
et al., and four sub-numbers, Louis Costello et al. vs. Same, 
Montrose Hardware Co. et al. vs. Same, Montrose Hardware 
Co. et al. vs. Same, and Cities Oil Co. et al. vs. Same. By divi- 
sion 5. Rates, refined petroleum products, Ponca City, Okla., 
to Grand Junction, Grand Valley, and Salida, Colo., and from 
Cushing, Okla., to Grand Junction, unreasonable prior to Octo- 
per 16, 1930, to the extent they exceeded 79, 76, 62 and 82 cents, 
respectively. Reparation awarded to complainants in the Cos- 
tello and Cities Oil complaints and to V. F. Gardner in the first 
Montrose Hardware Co. complaint. Rates, Ponca City to Delta, 
Montrose and Hotchkiss, Colo., not unreasonable. Complaint 
sub-No. 3, Montrose Hardware Co. et al. vs. A. T. & S. F. dis- 
missed. Commissioner Mahaffie dissented. 


Dry Sewage Sludge 


Fourth Section Application No. 15098, sewage sludge to 
southern ports. By division 2. Carriers parties to Galligan’s 
I, C. C. 195, authorized, in Fourth Section Order No. 11308, to 
establish and maintain, from Milwaukee, Wis., rates, dry sew- 
age sludge (fertilizer material), of $6.50 a net ton to Tampa, 
Fla. and $6 a net ton to Charleston, S. C., Savannah, Ga., 
Jacksonville, Fla., and Wilmington, N. C., minimum 80,000 
pounds, and to maintain higher rates from and to intermediate 
points, provided, that rates from and to the higher-rated inter- 
mediate points shall not exceed rates constructed on the bases 
prescribed or approved on tankage in Milwaukee Sewerage Com- 
mission vs. A. & R., 190 I. C. C. 601, subject to the lowest 
combination limitation and upon the proviso that the relief shall 
not apply to circuitous lines or routes where the distance ex- 
ceeds that over the short line route by more than 331, per cent. 


Strawberries 


Fourth Section Application No. 15022, strawberries from 
Florida. By division 2. Defendants in R. W. Burch vs. Rail- 
way Express Agency, 190 I. C. C. 520 and parties to Curlett’s 
I. C. C. Nos. A-361 and A-362, authorized in Fourth Section Order 
No. 11312 to establish and maintain class rates from points in 
Florida to destinations in trunk line territory, including the 
Buffalo-Pittsburgh zones and New England on strawberries over 
any route from and to the same points constructed on the 
basis prescribed or approved in the Burch case provided that 
the rates to and from intermediate points shall not exceed 
rates constructed on the basis prescribed or approved in the 
Burch case, or the lowest combinations. 


Coal 


I. and S. No. 3840, coal to Chicago switching district. By 
division 5. Proposed reduced rates, bituminous coal, from vari- 
ous origin districts to Mayfair and Rogers Park, in the northern 
part of Chicago, Ill., found justified. Order of suspension va- 
cated and proceeding discontinued. The proposal was to reduce 
the rates down to the Chicago basis to points in Mayfair and 
Rogers Park on the Milwaukee. Schedules were protested by 
the C. & N. W. The Milwaukee, the report said, did not think 
the present rates were unreasonable but felt that the establish- 
ment of the reduced rates would be of help to it in meeting the 
competition of oil, gas and ex-lake coal. The C. & N. W., the 
report said, was concerned over the possible breaking down of 
the present rate structure and of consequent revenue loss, with 
the possible spread of similar reductions to the balance of the 
northern part of Chicago and Evanston, IIll., with a possible 
revenue loss to it of $50,000 a year. 


Coal 


No. 25060, Shale Hill Brick & Tile Co. vs. C. B. & Q. et al. 
and three sub-numbers, Louisburg Elevator Co. vs. Same, A. F. 
Miller vs. Same, and Harwood Brothers vs. Same. By division 3. 
Rates, bituminous coal, Mt. Olive, Ill., to Utica, Mo., not un- 
reasonable. Rate, like traffic, West Frankfort, Ill., to Louisburg, 
Kan., not unreasonable prior to September 4, 1930, but unreason- 
able after that date to the extent it exceeded or may exceed 
$3.22. Rates, points in the southern Illinois group to Raymore 
and Belton, Mo., unreasonable for the future to the extent they 
may exceed $3.22. Aggregate weight of shipments submitted 
by complainants in the Louisburg Elevator case moving after 
September 4, 1930, found to have been 303,000 pounds, and to 
have been undercharged $11.16. Reparation of $49.29 awarded 
in Louisburg Elevator case. New rates to be effective not later 
than October 26. Commissioner McManamy concurred in part, 
disagreeing with respect to the rate of $3.22 prescribed to Ray- 
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more and Belton and the denial of reparation on shipments to 
those points. 
Iron Mass 

No.15015, Roanoke Gas Light Co. et al. vs. N. & W.-et al. 
By division 3. Supplemental repom. Upon agreement of the 
parties original report and order dated February 10, 1933, 191 
I. C. C. 1738, requiring the establishment of rates, iron mass, 
Plymouth Meeting and Port Richmond (Philadelphia), Pa., to 
Roanoke and Lynchburg, Va., on the basis of 80 per cent of 
the contemporaneous sixth class rates modified so as to have 
the Commission find the rates unreasonable to the extent they 
might exceed 22.5 per cent of the first class rates, minimum 
50,000 pounds. Change to be made effective not later than 
October 27. The Commission said the difference between the 
basis prescribed and the basis sought was negligible. 


PROPOSED REPORTS 


Pine Piling 

No. 25808, Manassa Timber Co. vs. St. L.S. F. By Examiner 
John Davey. Rates, pine piling, Mt. Hebron, Kimbrough, and 
West Monroeville, Ala., to Commerce, Mo., found inapplicable. 
Applicable rates to Commerce from Mt. Hebron, West Monroe- 
ville, and Kimbrough, found to have been 29 cents. Applicable 
rate from Mt. Hebron, unreasonable to the extent it exceeded 
28 cents. Reparation of $420.01 proposed. 


Ground Coal 


No. 25822, National Radiator Corporation vs. Pennsylvania 
et al., and two sub-numbers, American Foundry Co. vs. Same, 
and Farrel-Birmingham Co., Inc., vs. Same. By Examiner Harold 
M. Brown. Rates, ground coal, Yukon, Pa., to Framingham, 
Mass., and Dunkirk, N. Y.; from Charleroi, Pa., to Indianapolis, 
Ind., and from Irwin, Pa., to Derby and Ansonia, Conn., unrea- 
sonable to the extent they exceeded or may exceed 70 per cent 
of the contemporaneous sixth class rates. New rates and rep- 
aration proposed. 








Salt 


No. 25070, Alabama Grocery Co. of Huntsville, Ala., et al. 
vs. A. G. S. et al. By Examiner C. J. Peterson. Dismissal pro- 
posed. Rates, salt, points in Louisiana to Huntsville, Ala., not 
unreasonable. Complainants, the examiner said, have not 
proved that they suffered damage by reason of any undue 
prejudice which might have existed in the past. 


Asphalt 


I. and S. No. 3815, asphalt in central territory. By Exam- 
iner J. J. Williams. Proposed description of asphalt which 
would result in increased rates on certain types of liquid asphalt 
(residual petroleum oils) between points in central and trunk 
line territories proposed to be found not justified. Suspended 
schedules proposed to be ordered canceled and proceedings dis- 
continued. The effort of the carriers was to prevent the ship- 
ment of a petroleum product which could be used for fuel pur- 
poses as asphalt. The examiner concluded that the effect of 
the proposed schedules would be to increase the rates on asphalt 
containing less than 50 per cent but not less than 30 per cent 
asphaltum content from 80 per cent of sixth class to the sixth 
class basis. In addition, he pointed out, the carrier proposal 
would disturb a rate parity between tar and pitch, on the one 
hand, and asphalt, on the other, of long standing, resulting in 
undue prejudice to the producers of asphalt and undue prefer- 
ence to the producers of pitch and tar. 


Export Gasoline 


No. 25819, Petroleum Import and Export Corporation, Inc., 
vs. Y. & M. V. et al. By Examiner Harold M. Brown. Dismissal 
proposed. Export rate, gasoline, tank carloads, Shreveport, La., 
to St. Rose, La., not shown to have been unreasonable. 


ST. L. B. Mc. ABANDONMENT 


Abandonment of part of a branch line has been author- 
ized by the Commission, division 4, in Finance No. 9614, St. 
Louis, Brownsville & Mexico Railway Co. abandonment. The 
line to be abandoned is that part of a branch between Seadrift 
and Port O’Connor, Tex., a distance of 18.47 miles. It was 
built as part of a cattle raising and townsite enterprise which 
granted the right of way, gave a cash bonus of $150,000 and 
paid on an annual guaranty of net earnings $37,500, the annual 
guaranty being $7,500. Texas authorities opposed abandon- 
ment. The railroad is paralleled by an improved highway over 
which commodities needed by the small communities on the 
railroad are hauled by truck. 


I. C. C. POWER OVER CAR FERRIES 


The Commission, by means of an order, not a report and 
order, in Finance No. 9110, Grand Trunk-Pennsylvania Trans- 
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portation Co., has dismissed the application of the transportation 
company, upon motion to dismiss made by the Wisconsin & 
Michigan Transportation Co., an intervener, based on a conten- 
tion that the Commission had no jurisdiction in a matter such 
as was presented in the application. (See Traffic World, July 1, 
p. 17.) In the preamble to the order the Commission said it was 
making the order of dismissal upon consideration of the record 
in the proceeding, the motion of the Wisconsin & Michigan 
Transportation Co., and the joint and several answer of the 
Pennsylvania Railroad Co., the Grand Trunk Western Railroad 
Co. and the Grand Trunk-Pennsylvania Transportation Co. 


UNCONTESTED FINANCE CASES 


Report and order in F. D. No. 10064, authorizing W. H. Bremner, 
receiver of the Minneapolis & St. Louis Railroad Company, to issue 
$185,000 of receiver’s certificates to renew or extend certificates of 
like principal amount which will mature August 6, 1933, approved. 

Report and certificate in F. D. No. 9979, permitting the Tonopah 
& Tidewater Railroad Company, Ltd., to abandon operation of part 
of its railroad in San Bernardino county, Calif., approved. 

Report and certificate in F. D. No. 10021, permitting the Southern 
New York Railway, Incorporated, to abandon part of its line of rail- 
road in Herkimer county, N. Y., approved. 

Report and order in F. D. No. 10070, authorizing the Boston and 
Maine Railroad to issue not exceeding $8,930,563 of promissory notes 
to retire outstanding notes and to provide funds for future require- 
ments, approved. 


FINANCE APPLICATIONS 


Finance No. 10090. The Arizona & New Mexico Railway Co. and 
Southern Pacific Co., lessee, ask authority to abandon 37.6 miles of 
the so-called Lordsburg-Hachita branch between Hachita and Oil 
Siding, in Hidalgo and Grant counties, N. M. 

Finance No. 110087. Chicago, Milwaukee, St. Paul & Pacific Rail- 
road Co. asks authority to abandon about 10 miles of single track 
line between Oconto Junction and Oconto; to acquire operating 


rights and to operate over the existing line of the Chicago & North 
Western between Stiles Junction and Oconto, about 8 miles, and to 
construct a connecting track between its present line and the line 
of the C. & N. W. near Oconto, about 580 feet, all in Oconto county, 
Wis. 

Finance No. 9960, Baltimore & Ohio Railroad Co. bonds, and Sub. 
No. 1, Baltimore & Ohio Railroad Co. subsidiary bonds. Asks for order 
modifying previous orders to permit stamping on bonds a legend to 
the effect that obligations contained therein are subject to the joint 
resolution of Congress taking the United States off the gold standard. 

Finance No. 10081, Baltimore & Ohio Railroad Co, asks authority 
to issue $3,000,000 of three-year 5% per cent notes in payment of 60 
per cent of the face amount of Cleveland, Lorain & Wheeling Rail- 
way Co. first mortgage consolidated bonds and to issue and pledge 
$5,000,000 of refunding and general mortgage bonds of the P. L. E. 
& W. V. 

Finance No. 10082, Chesapeake & Ohio Railway Co. asks authority 
to abandon that portion of the Greenbrier subdivision of the C. & O. 
from a point approximately 1,000 feet east of the station at Bartow to 
the end thereof at Winterburn, 2.80 miles in Pocahontas county, W. 
Va. 

Finance No, 10083, Atchison, Topeka & Santa Fe Railway Co. asks 
authority to construct a branch line in Eddy county, N. M., from a 
point near Carlsbad in a general northeasterly direction, approximately 
20 miles, to furnish transportation to a potash refinery and adjacent 
terrtiory. 

Finance No. 10084. Texas & New Orleans Railroad Co. asks 
authority to abandon 8.286 miles of line from Nome to Sour Lake, 
in Jefferson and Hardin counties, Tex. Applicant said pipe lines and 
trunks, the latter operated on highways improved at public expense, 
including the expense of the applicant, had rendered the continued 
maintnance and operation of the line unnecessary and had deprived 
it of practically all revenue. 

Finance No. 9436. Application of the Pittsburgh, Cincinnati, 
Chicago, & St. Louis Railroad Co. for authority to issue at par, 
$13,323,348 of its capital stock, and of the Pennsylvania Railroad Co. 
for authority to assume as lessee, obligation and liability in respect 
of said stock. Applicants amended application so as to reduce the 
total amount of capital stock to be issued to $10,741,109, by the 
elimination of $2,582,239 of stock that the P. C. C. & St. L. proposed 
to issue in payment for the acquisition of the capital stock of the 
Wheeling Terminal Railway Co. Applicants said a request had been 
filed with the Commission to withdraw applications docketed in 
Finance Nos. 9431, 9435, 9437, 2515, relating to acquisition of control 
of the Wheeling Terminal Railway Co., and assumption of liability 
and obligaion with respect to bonds of the Wheeling Terminal. 

Finance No. 10091. J. M. Kurn and John G. Lonsdale, receivers 
of St. Louis-San Francisco Railway Co., ask authority, if such 
authority is necessary, to abandon operation of a line of railroad on 
and over the tracks and passenger station facilities of the Illinois 
Central in Memphis, Tenn. 

Finance No. 10092. J. M. Kurn and John G,. Lonsdale, receivers 
of St. Louis-San Francisco Railway Co., ask authority, if such 
authority is necessary, to operate a line of railroad on and over the 
tracks and station facilities of the Memphis Union Station Co., in 
Memphis, Tenn., as a substitute operation for the operation referred 
to in Finance No. 10091. 


HOCH-SMITH GRAIN HEARING 


Four witnesses were heard this week in addition to Walter 
Scott, traffic commissioner of the Kansas City Board of Trade, 
at the Hoch-Smith grain hearing in Chicago before Examiners 
Mackley and Hall. Mr. Scott completed his direct testimony 
and was subjected to extensive cross-examination by representa- 
tives of the other central western markets and the railroads. 
The other four witnesses were W. B. Lathrop, Kansas City grain 
dealer; Clarence E. Day, engineer of the bureau of transpor- 
tation and research, Southern Pacific; J. L. Fielding, assistant 
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general freight agent, Southern Pacific, and C. A. 
expert for the Nebraska Commission. 

Mr. Scott surrendered the stand to allow the other witnesses 
to appear before his cross examination was completed. 


The testimony of Mr. Lathrop was devoted wholly to the 
adjustment as it affected wheat. He held that the rate-break 
principle, so far as the basic rate adjustment was concerned, 
was important as an aid to orderly marketing, but insisteq 
that there must be exceptions to its application. He asked that 
transit under proportional rates be continued and devoted con. 
siderable time to discussing various features of present transit 
arrangements and as they were at the time the 17000 rates were 
in effect. He particularly addressed himself to an alleged dis. 
crimination against Hutchinson, Kans., said to result from the 
operation of transit and substitution of billing thereunder. It 
was his position that the outbound rate from the market was 
of greater importance in determining the market price than 
the inbound rate, and he argued that it was not customary to 
pay premiums for so-called favorable billing on the arrival of 
wheat at the market. 


The testimony of Mr. Day, as summarized, had four main 
purposes. The first of those was to show the relatively high 
eost of handling the traffic in what he called mountain Pacific 
and southwestern territory (west of Ogden and Albuquerque 
and south of Portland). Secondly, he presented evidence in 
support of the reasonableness of scales previously introduced 
by Witness Fielding. Third, he attempted to refute charges of 
earlier witnesses, notably one introduced at the Kansas City 
hearing by Clyde Reed and one who appeared for the Oregon 
Commission, that the rail service was inefficiently operated. As 
his last main point, he supported the charging of a differential 
over the wheat rates on the movement of flour to the Pacific 
coast. According to his studies, the cost of doing business in 
mountain Pacific territory, to the railroads, was 135 per cent 
of what it was in Western Trunk Line territory. He said rates 
148 per cent of those in effect where required in mountain Pacific 
territory to give the carriers a return of 5% per cent on their 
investment, and that it would require rates 32 per cent higher 
in Western Trunk Line territory to give carriers there the 
return of 5% per cent. 


In the early part of his testimony Mr. Fielding asked that 
the Commission make no findings as to rates on alfalfa, clover, 
flax and seeds in mountain Pacific territory. He said the transit 
rules established by the Commission in its decision in the case 
were satisfactory, and, among other things, asked for the es- 
tablishment of rates to California and the Pacific coast that 
would make it possible for southwestern producers to compete 
with producers in the northwest. 


A revised list of key points in Nebraska, from which it was 
hoped the Commission would order rates, was introduced by 
Mr. Ross. He also called particular attention to the existence 
of flour rates on the Burlington, in Nebraska and Wyoming, 


on a higher basis than applied to wheat, and asked that they 
be removed. 


Ross, rate 


A move for economy in the printing and serving of briefs, 
made necessary by the extensvie scope of the proceedings and 
the number of parties interested, was expressed in an an- 
nouncement made by the examiners July 28, as follows: 

Obviously in this proceeding it would be unduly burdensome to 
require the service of briefs covering adjustments of rates in which 
the recipients have no real interest, or to require the service of 
briefs on any parties of record not also filing briefs. The Commission 
should, therefore, be advised on or before August 10, 1933, what par- 
ties of record intend to file briefs. A list will then be prepared, and 
the parties will be asked to designate which of the briefs they re- 
quire. A service list will then be issued. Reply briefs will be re- 
ceived only from those filing initial briefs. 


The time to be allowed for briefs after closing of the hear- 
ing has been discussed at various times, but there has been 
no announcement on that point. It is understood, however, that 
it will be as short as possible. 


PANEL OF STANDING TRUSTEES 


The list of names added by the Commission to its panel of 
standing trustees as shown in the Traffic World, July 15, p. 92, 
was incorrect in that through a typographical error it showed 
Cornelius Lynde, of Chicago, Ill., as Cornelius Lonsdale. 


The Commission by means of the ninth supplemental order 
in Ex Parte No. 111, in the matter of a panel of standing trustees, 
has added to that panel the names of the following: John E. 
Blair, Roland L. Campbell, Frank Funkhouser, David R. Glasgow, 
Thomas A. Lally, Joseph McCarthy, W. S. McCrea, R. S. McPher- 
son, P. C. Shine of Spokane, Wash., Johnston B. Campbell, 
Spokane, Wash., and Washington, D. C.; William H. Davis, Seat- 
tle, Wash., Robert H. Elder and William F. McNaughton, Coeur 
d’Alene, Ida., and E. W. Wheelen, Sandpoint, Ida. 
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July 29, 1933 


COORDINATION OF TRANSPORTATION 


The Tratiic World Washington Bureau 


H. J. German, eastern regional director, and W. H. Chandler, 
eastern traffic assistant on the staff of Coordinator Eastman, 
are participating in the negotiations of eastern railroads look- 
ing to the merging of the lighterage facilities of the carriers in 
the New York metropolitan area into ownership by one com- 
pany, the stock of which will be held by the participating rail- 
road companies, the idea being the same as that used in union 
passenger stations with unified terminal tracks and power. The 
merger idea, upon which the executives were acting before the 
enactment of the Roosevelt emergency legislation creating the 
federal coordinator of transportation, is in line with the coordi- 
nation of railroad services theory. 

Merging of facilities other than the marine equipment per- 
forming lighterage service will also be in line with the coordina- 
tion idea and possible, under the law administered by Coordi- 
nator Eastman, even if no separate corporation be set up as in 
the case of the marine equipment. The unification of the marine 
service, it is estimated, will result in an annual saving of $3,000,- 
000. There is an idea among representatives of shippers and 
Commission men that further unifications can greatly increase 
that sum by reducing the outlays by carriers for terminal or 
accessorial service, performed in many instances by shippers 
controlling a large tonnage. 

When the corporation that is to control the lighterage facili- 
ties is organized and is ready to issue stock representing the 
pro rata share of each company in the unified organization, it 
will be necessary for the corporation to apply to the Commis- 
sion for permission to issue its securities. However, it is be- 
lieved, it will not be necessary for the railroads to wait until 
the corporation is created to institute the unified operation of 
their facilities, or, perhaps, to obtain permission from the Com- 
mission to do so inasmuch as such unification appears not to 
involve pooling of traffic, in the sense in which those words are 


generally used. 
Dismissal of Employes 


The emergency railroad transportation act, which is admin- 
istered by Coordinator Eastman, in his opinion, does not abso- 
lutely protect railroad employes from dismissals or furloughs 
after the effective date of that act. Judging from the many 
letters he has received Coordinator Eastman has inferred that 
that is a common impression among railroad employes. 

“In the opinion of the coordinator,” says a statement issued 
by Mr. Eastman, “this impression is not correct.” 

Owing to the many inquiries for his interpretation of sec- 
tion 7 (b) of Title I of the emergency railroad transportation 
act, Mr. Eastman made the following statement: 


Section 7 (b) of Title I of the emergency railroad transportation 
act, 1933, contains restrictions on reductions in the number of em- 
ployes in the service of a carrier and in their compensation ‘hy 
reason of any action taken pursuant to the authority of this title.” 
Judging from many letters which the coordinator has received, it 
seems to be a common impression among railroad employes that this 
paragraph of the act protects them absolutely from dismissals or 
furloughs after the effective date of the act. In the opinion of the 
coordinator this impression is not correct. It overlooks the words 
“by reason of any action taken pursuant to the authority of this 
title.” The restrictions apply to any action which may be taken by 
the coordinator or the Commission under authority conferred by the 
act, or to action taken as the result of anything done by or through 
the carriers’ regional coordinating committees, the creation of which 
the act directs. They do not apply, in the judgment of the coordi- 
nator, to any lawful action taken by individual carriers or by car- 
riers jointly which does not result from any authority conferred by 
the = or involve the use of any agency or mechanism which it 
creates. 

_ The coordinator does not believe that it was the intent to pro- 
hibit or restrict voluntary economies in operation which were law- 
ful when the act was passed and are instituted in ordinary course 
of management. The general purposes of title I of the act are, among 
other things, ‘‘to avoid unnecessary duplication of services and fa- 
cilities * * * and to avoid other wastes and preventable expense.’’ 
The title undertakes to invoke the powers of the government and 
set up machinery to assist in these purposes. It was urged in sup- 
port of section 7 (b) that the government should not use its power 
and authority, under existing conditions, in such a way as to lead 
to a further reduction in railroad employment. The restriction re- 
lates to such action as is required or impelled or induced under 
authority of the government through some agency or mechanism 
created by the new act. 


Construing section 7 (d) of the emergency transportation 
act, 1933, which he administers, as placing a mandate upon him 
to provide means whereby the expenses and property losses 
of railroad employes transferred by the voluntary act of a 
railroad may be reimbursed to them, Coordinator Eastman, by 
means of his special order No. 1, has instituted a proceeding 
with respect to expenses and losses incurred by employes of 
the Boston & Maine and the Maine Central growing out of 
the reorganization of their accounting departments. He took 
action on representations of the affected employes. In that 
order he has designated H. H. Kirby, a Commission examiner 
who has been engaged in valuation work, to take testimony 
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at Boston, Mass., and Portland, Me., concerning claims of em- 
ployes at such time and place of hearing as he may hereafter 
direct. Kirby is to report his conclusions to Coordinator East- 
man. The two carriers made an agreement, effective July 1, 
consolidating, according to the Eastman order, the general office 
work of payroll and time-keeping for both under the jurisdic- 
tion of the Maine Central at Portland. All other accounting 
work was to be consolidated under the jurisdiction of the 
Boston & Maine at Boston. 

This consolidation, according to the Eastman order, is 
alleged to have caused the transfer of approximately 115 em- 
ployes from Boston to Portland and approximately 118 from 
Portland to Boston and the dropping from the payroll of about 
70 employes. Coordinator Eastman, in his order, said it was 
understood that the claims of the 70 among others growing 
out of the consolidation, were being dealt with under the pro- 


visions of the railway labor act. No request in that respect 
was made to him. 
In arriving at his conclusion that section 7 (d) placed a 


mandate upon him, Coordinator Eastman contrasted the lan- 
guage used by Congress in that part of the statute with that 
used in paragraph (b) of section 7. 

He pointed out that section 7 (b) contained restrictions on 
reductions in the number of employes in the service of a car- 
rier and in their compensation “by reason of any action taken 
pursuant to the authority of this title.” 

In contrast with that he pointed out that the language of 
section 7 (d) placed a mandate upon the coordinator to pro- 
vide means for determining property losses and expenses im- 
posed upon employes by reason of transfer of work from one 
locality to another “in carrying out the purposes of this title.” 
The purposes of the title, he added, were shown in section 4 
to be, among other things, the avoidance by the carriers of 
unnecessary duplication of services and facilities, of whatsoever 
nature, and of other wastes and preventable wastes. 

“Plainly,” said the coordinator, “the voluntary action of the 
carriers here under consideration had for its purpose the avoid- 
ance of preventable expense, which arose out of unnecessary 
duplication of facilities.” 

In further discussion of the question raised by the repre- 
sentations in behalf of the employes for reimbursement of loss 
and expense, Mr. Eastman said: 


The carriers contend that the provisions of paragraph (d) of sec- 
tion 7 are expressly limited to action taken “in carrying out the pur- 
poses of this title,’"’ and that the language of section 5 with respect 
to regional coordinating committees and other provisions of the title 
clearly indicate that its purposes are to be carried out by use of 
the procedural machinery set up by the title, which was not used 
here. If it had been the intention to limit the application of para- 
graph (d) in this way, no reason appears why Congress should not 
have employed the same language as is found in paragraph (b), viz: 
‘pursuant to the authority of this title.’’ The broader wording of 
paragraph (d) must be given appropriate significance, and it indi- 
eates a broad purpose that the benefits of economies achieved shall 
not be enjoyed by carriers without compensating employes justly for 
special expense imposed upon them in bringing these economies to 
pass, 
Paragraph (d) of section 7 imposes upon the coordinator a man- 
date to provide means whereby the expenses and property losses of 
employes in such instances as are here involved may be determined. 
When the facts have been found, the coordinator is then charged 
with a further mandate to fix the just compensation to the em- 
ployes for such expenses and property losses and require the carriers 
to pay the same, 

The expenses imposed upon the transferred employes by reason 
of the transfer are susceptible of proof, and should present no diffi- 
culties of determination. The determination of property losses is 
not so simple. The railroads may not be required to compensate em- 
ployes for losses due to normal depreciation in the value of their 
property. The property loss to be determined is that which is oc- 
casioned by the act of the carriers in causing the transfer. 


Charles E. Cotterill, counsel for the American Highway 
Freight Association, conferred with Coordinator Eastman the 
afternoon of July 26. After the conference he said he had been 
directed by the association to express to the coordinator the 
desire to cooperate with him both with respect to the study 
of the entire transportation situation with the view to making 
recommendations for permanent legislation and with respect to 
the railroad-truck competitive situation with which the co- 
ordinator might deal in effecting economies in railroad operation, 





CARRIERS AND PRESIDENT’S PLAN 


President Roosevelt’s “reemployment agreement” calling 
for a pledge by employers “not to work any accounting, clerical, 
banking, office, service, or sales employes (except outside sales- 
men) in any store, office, department, establishment, or public 
utility, or on any automotive or horse-drawn passenger, express, 
delivery, or freight service, or in any other place or manner,” 
for more than 40 hours in any one week, pending the adoption 
of codes of fair competition, was under consideration this week 
by carrier interests. It was believed that the railroads, subject 
as they were to the interstate commerce act with respect to rates 
and subject to the railway labor act with respect to wages, 















































































































































































































































































































































































































PAGE 176 


would not be expected to sign the President’s agreement. Bus 
operator leaders took the position that as a code was being 
prepared for that phase of the industry, nothing would be done 
by them under the President’s agreement. 

It was decided at a meeting of the directors of the Amer- 
ican Highway Freight Association July 26 that, as to the Presi- 
dent’s reemployment agreement, the isSue raised was for de- 
termination by individual operators. It was pointed out that 
operators might refrain from signing the agreement because 
a code of fair competition was being prepared for application 
to the motor carrying industry, but that the question of sign- 
ing or not signing the agreement had to be decided by the 
individual. 

George M. Harrison, president of the Brotherhood of Rail- 
way Clerks, in a telegram to General Johnson, national recovery 
administrator, said there were 700,000 railway employes out 
of work and that he hoped “they are included in your program.” 

Mr. Harrison’s telegram raised a question as to whether 
office employes of railroads would not come in under the Presi- 
dent’s agreement. Since the national recovery act was passed 
it has been generally assumed that it did not apply to the 
railroads. The recovery administration has made no statement 
on the subject. 


PRESIDENT AND “HOT” OIL 


The Traffic World Washington Bureau 


A revision of the rules and regulations governing the ship- 
ment in interstate commerce of petroleum and its products from 
states which have laws or regulations governing the production 
of petroleum (see Traffic World, July 22, p. 135) has been pro- 
mulgated by Secretary Ickes of the Department of the Interior, 
which is charged with the duty of preventing the shipment of 
illegally produced or illegally withdrawn from storage petroleum 
and its products. Additions as well as revisions have been made. 

Among the changes made are: Monthy reports, now due on 
the fifth day of each month beginning with Aug. 5, are to be 
made not later than the fifteenth beginning with Aug. 15; the 
distinction between crude petroleum and its products is made 
more clear; less-than-carload shipments may be made without 
the filing of affidavits; and shipments are divided into three 
classes, namely A, B and C, no affidavits being required for 
shipments of the last mentioned class. 

Class A shipments are of crude from the “area where pro- 
duced.” A class B shipment is defined as “any shipment of the 
products of petroleum when such products are, after processing 
or refining, offered for shipment to any transporting agency, in 
the area where the petroleum, which hag been processed or 
refined, was produced.” Class C shipments, which may be made 
without giving the transporting agency an affidavit showing that 
the stuff is not illegal, are defined as shipments of petroleum or 
products thereof, when such shipments are made from a point 
outside the area where the petroleum was produced.” 


Apparently so as to make the application of the rules and 
regulations to Oklahoma and Texas, where illegal oil is sup- 
posed to be produced in great quantities, more specific, the regu- 
lations say that the term “area where produced” as used in the 
regulation, when applied to the east Texas field, shall comprise 
the area included within an 80-mile radius of Kilgore, Tex., and 
when applied to the Oklahoma City field shall comprise the area 
included within a 35-mile radius of Oklahoma City, Okla. With 
regard to the revision, a statement issued by Secretary Ickes, 
in part, says: 


Regulation IV of the original regulations is amended to provide 
that producers of petroleum must, in addition to the information for- 
merly requested, furnish statements with reference to the amount of 
petroleum in storage before the date the order went into effect. 

Regulation V is amended to exempt purchasers and shippers of 
petroleum products from making the monthly reports to the division 
of investigations required by the original regulations. 

Regulation VI has been thoroughly revised to permit transport- 
ing agencies, such as railroads and pipe lines, to accept oil for ship- 
ment without requiring an affidavit of the shipper that the oil offered 
for shipment has not been produced in contravention of state laws 
when the shipment is made from point outside producing areas. Due 
to local conditions the producing areas of the East Texas and Okla- 
homa City fields are defined in the regulations. <A further change in 
Regulation VI affects the type of affidavits to be furnished by pro- 
ducers and other shippers of crude petroleum. It is provided in the 
new regulation that petroleum produced before the effective date of 
the President’s order may be shipped without an affidavit stating the 
source of the oil shipped if, due to extensive commingling of oil 
from many sources and areas, it is impossible to state the exact 
source. Shippers of petroleum products within the producing areas 
are likewise not required to state the source of the oil but are still 
bound to support each shipment by an affidavit to the effect that to 
the best of the shippers’ knowledge the oil in question was not pro- 
duced in violation of state laws. An additional amendment to Regula- 
tion VI excepts shipments by rail of the products of petroleum in 
less than carload lots. 

Additional regulations include Regulation XI, which defines petro- 
leum to include petroleum in its crude form and the products of 
petroleum to mean such products as are ordinarily shipped or trans- 
ported by pipe line, tank car, tanker, tank trucks, and gasoline, 
naphtha, fuel oil, kerosene, distillates, road oil, gas oil, blended gaso- 
line, refined oil, and lubricating oil. 
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New Regulation XII requires pipe lines and gathering systems 
serving producing areas to furnish monthly reports to the division of 
investigations of the Interior Department, stating the amount of 
petroleum received from various producers during each month ang 
the places of delivery of such petroleum, 

The time for making the reports required by Regulation IV and y 
and by New Regulation XII has been extended from the fifth day of 
each month to the fifteenth day of each month in order to afford the 
producers and other parties compelled by the regulations to report 
additional time to obtain the required information. 

New Regulation XIII provides that affidavits and sworn statements 
required under the regulations must be made by the real party of 
interest owning or producing the oil shipped unless the authorization 
of an agent to act for the producer or shipper has been filed with the 
division of investigations of the Department of the Interior. It is 
hoped that the effect of this regulation will be to ste the use of 
“dummies” in the making of affidavits which has been the source of 
considerable difficulty in the enforcement of state proration orders, 

Although the requirements in the original regulations concerning 
the affidavits to be furnished by shippers when petroleum or its 
products are offered for shipment are relaxed by these amendments in 
so far as shipments of the products of petroleum and shipments out- 
side the producing area are concerned, transporting agencies are stil] 
forbidden to accept shipments of oil from the producing areas unless 
the affidavits of both the producer and the shipper are furnished set- 
ting forth the specified data required by the original regulations, 
The requiring of such information has been found to be sufficient to 
prevent the transportation of illegally produced oil. Furthermore, the 
requirements with regard to the monthly reports to be furnished 
have been strengthened and reinforced to such an extent that the 
government will have each month a record of all transactions involv- 
ing the production and shipment of oil illegally produced and shipped, 
Such information supplemented by the investigations now under way 
will afford an evidential basis for the indictment of all violators of 
the President’s orders and steps toward the vigorous prosecution of 
such offenders will be immediately taken. 


PAYMENTS TO WABASH HEAD 


The Commission has made public a letter sent by Secretdry 
McGinty to the receivers of the Wabash Railway Co., in Finance 
No. 9250, R. F. C. loan application, inquiring what the receivers 
propose to do, if anything, with respect to recovering any part 
of “extraordinary disbursements” made to the former president 
and chairman of the board of directors of the Wabash in 1930 
and up to October 14, 1931. Though the letter does not so state, 
in that period, William H. Williams, who died October 14, 1931, 
held the offices to which reference is made in the letter. A copy 
of the letter was sent to Charles B. Davis, judge of the federal 
court of the eastern district of Missouri at St. Louis, who has 
charge of the receivership. 

“The Commission is advised that the Wabash Railway Co.,” 
said the Commission, “paid to its former president and chair- 
man of the board of directors in 1930 a total of $183,833.36, of 
which amount $100,000 was for special services and the re- 
mainder was salary. During the same year he received addi- 
tional compensation from other railroad companies as follows: 
Ann Arbor Railroad Co., chairman of board of directors, $19,- 
666.64; New Jersey, Indiana & Illinois Railroad Co., chairman of 
board of directors, $9,833.36; Missouri Pacific Railroad Co., chair- 
man of executive committee, $14,583.30; Texas & Pacific Rail- 
way Co., chairman of board of directors, $10,000; and Denver & 
Rio Grande Railroad Co., chairman of executive committee, 
$6,875. 

“It thus appears that his total compensation from railroad 
companies in 1930 was $244,791.66. 

“For the period from January 1 to October 14, 1931, advice 
is that he was paid by railroad companies as follows: Wabash 
Railway Co., chairman board of directors, $76,002.71; Ann Arbor 
Railroad Co., chairman board of directors, $21,715.05; and New 
Jersey, Indiana & Illinois Railroad Co., chairman of board of 
directors, $10,857.53. 

“In view of this situation and of this heavy burden which 
the large payments by the Wabash to one man put upon its 
resources when receivership was imminent, will you please 
advise what, if anything, is being done or is contemplated to- 
ward recovering any part of these extraordinary disbursements 
from those who authorized the payments or from the beneficiaries 
thereof.” 

Mr. Franklin, one of the Wabash receivers, acknowledging 
receipt of Secretary McGinty’s letter as to payments to the 
chairman and president of the Wabash in 1930 and 1931, said 
that while no steps as suggested in the Commission’s letter 
had been taken or contemplated, “we will take your inquiry 
into account and will arrange to advise you should full con- 
sideration of all phases of the matter seem to call for action 
on our part.” 





FINAL VALUATION 


Valuation No. 1086, Los Angeles Junction Railway Co., opinion 
B-837, 43 Val. Rep. 108-17. Final value for rate making purposes of 
the property owned and used for common carrier purposes found to 
be $82,000 and of the property used but not owned $2,315,000 as of 
December 31, 1927. 





CHANGE IN DOCKET 


Hearing in No, 25730, Kroehler Manufacturing Co. et al. vs. B. 
& O. R. R. et al., assigned for July 29, at Chicago, IIll., before Ex- 
aminer Trezise was postponed to date to be hereafter fixed. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1933, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 

(Court of Appeals of the District of Columbia.) Interstate 
Commerce Commission’s denial of railroad’s claim for reim- 
pursement for loss during federal control period held not sub- 
ject to control by mandamus (Transportation Act 1920, Sec. 
204 (49 USCA, Sec. 73)). 

Interstate Commerce Commission rejected the application 
on the ground that railroad was not engaged in general trans- 
portation, and that its self-imposed losses accruing to the bene- 
fit of owner were not reimbursable under the act; in other 
words, that, under the facts as applied to the law railroad did 
not come within terms of statute and was not entitled to cer- 
tificate, thereby providing a justifiable controversy so that de- 
cision, whether right or wrong, would be impregnable to attack 
by mandamus. (Interstate Commerce Commission vs. United 
States, 65 Fed. Rep. (2nd) 180). 

Decision of Interstate Commerce Commission in exercise 
of power to exercise judgment and discretion may not be re- 
viewed by mandamus.—lIbid. 

Mandamus may not be used as writ of error.—Ibid. 





(Supreme Court of Indiana.) Finding of trial court, in 
absence of request that trial court find facts specially, should 
be treated as general finding (Burns’ Ann. St. 1926, Sec. 603). 
(Chicago & Eastern I. Ry. Co. vs. Public Service Commission 
of Indiana, 186 N. E. Rep. 330.) 

Evidence held to support finding that transportation of 
coal, purchased by railroad, from mine to point of interchange 
between buyer railroad and transporting railroad, where coal 
was diverted for consumption, constituted movement in “intra- 
state commerce,” and therefore intrastate rate.rather than in- 
terstate rate was controlling (Const. U. S., art. 1, Sec. 8, cl. 3). 
—Ibid. 

Whether shipping movement constitutes interstate or in- 
trastate commerce, in determining whether intrastate or inter- 
state rate is applicable, is question of fact, depending on essen- 
tial elements of commerce as gathered from facts and circum- 
stances surrounding transaction (Const. U. S., art. 1, Sec. 8, cl. 
3).—Ibid. 

Mere intention of buyer of coal ultimately to send some 
of coal beyond state line does not within itself put coal in 
“interstate commerce.’—Ibid. 

Ultimate destination is a factor, but in and of itself is 
not determining factor in determining whether movement is in 
interstate commerce.—lIbid. 

Public Service Commission held authorized to maintain ac- 
tion to enjoin railroad from charging rates in excess of that 
fixed for intrastate shipments (Burns’ Ann. St. 1926, Sec. 12834). 


—Ibid. 





(Supreme Court of Michigan.) In suit by gravel company 
to recover damages from common carrier based on rebates and 
discrimination, and for injunction, permitting purchaser and 
transferee of plaintiff’s tangible assets to intervene as plaintiff 
and adopt bill of complaint, held not error (3 Comp. Laws 
1929, Secs. 11032, 11035, 14018, 14021). Federal Gravel Co. vs. 
Detroit & Mackinac Ry. Co., 248 N. W. Rep. 831.) 

Acts of railroad carrier in organizing, financing, and man- 
aging corporation to remove and sell gravel from land owned 
by carrier for nominal consideration, for primary purpose of 
securing freight revenue, held unjust discrimination against 
competing gravel company, rendering carrier liable for result- 
ing damages (Comp. Laws 1929, Secs. 11032-11035).—Ibid. 

In suit by shippers of gravel against railroad carrier for 
damages because of rebates and discrimination in favor of 
competing gravel company owned by carrier, evidence held in- 
sufficient to support finding placing valuation on plaintiff's 
property (Comp. Laws 1929, Secs. 11032-11035).—Ibid. 

Where rebates and discrimination by railroad carrier, in 
favor of gravel company organized by railroad to remove and 
sell gravel from railroad lands, ruined business of competing 
gravel company and depreciated values of its properties, meas- 
ure of damages held not difference in freight rates, but deprecia- 
tion in properties as result of rebates and discrimination (Comp. 
Laws 1929, Secs. 11032-11035).—Ibid. 

Evidence held to support finding that proximate cause of 
failure in business of gravel company and depreciation in its 
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properties was unjust discrimination by railroad carrier arising 
when carrier organized and financed competing corporation to 
remove and sell gravel from carrier’s lands (Comp. Laws 1929, 
Secs. 11032-11035) .—Ibid. 

Fact that gravel company, suing railroad for damages be- 
cause of rebates and discrimination in favor of competing gravel 
company owned by carrier, disposed of physical properties pen- 
dente lite, held not to preclude equitable relief in favor of 
plaintiff’s successors in interest who intervened and adopted 
amended bill of complaint (Comp. Laws 1929, Secs. 11032-11035). 
—Ibid. 

Where railroad carrier organized and financed corporation 
to remove and sell gravel from railroad lands, and leased gravel 
pit and facilities to corporation, carrier, in suit for damages 
by competing gravel company because of rebates and discrimina- 
tion, held not entitled to deny separate corporate existence of 
its gravel company as defense and to assert that it was selling 
its own products (Comp. Laws 1929, Secs. 11032-11035).—Ibid. 

In suit by shippers of gravel against railroad carrier for 
damages resulting from rebates and discrimination to compet- 
ing gravel company, denying defendants’ motion for leave to 
amend answer by alleging defense of statute of limitations, filed 
after commencement of trial, held not error (Comp. Laws 1929, 
Secs. 11032-11035, 14144) .—Ibid. 

Evidence held to establish that railroad, sued for damages 
because of rebates and discrimination in favor of gravel com- 
pany owned by carrier and removing and selling gravel from 
railroad lands, was primarily interested in producing and sell- 
ing commercial gravel that railroad might profit from traffic 
a to transportation (Comp. Laws 1929, Secs. 11032-11035). 
—Ibid. 

Railroad corporation is authorized to carry on any line of 
activity which might fairly be regarded as incidental, necessary, 
or suitable to exercise of powers expressly granfed.—Ibid. 

Act of railroad in organizing subsidiary corporation for pro- 
duction and sale of commercial gravel in competition with others, 
in selling gravel at price below cost of production to secure 
business, of shipping gravel, constituting unjust discrimination 
against other producers, constituted violation of statute, render- 
ing carrier liable for resulting damages and entitling injured 
party to injunctive relief (Comp. Laws 1929, Secs. 11032-11035, 
11063).—Ibid. 

Equity will not under all circumstances decree double dam- 
ages against railroad carrier because of rebates and unjust 
discrimination (Comp. Laws 1929, Sec. 11035).—Ibid. 

Railroad carrier which made rebates and engaged in acts 
constituting unjust discrimination in favor of gravel company 
owned and operated by it and competing with plaintiffs held not 
liable for double damages, in view of belief by railroad that it 
was acting within its legal rights in operating gravel business 

(Comp. Laws 1929, Sec. 11035).—Ibid. 


ANTHRACITE TO NEW ENGLAND 


Eastern carriers have received permission from the Com- 
mission to publish reduced rates on anthracite from Pennsyl- 
vania mines to destinations in eastern and southern New York 
and New England on ten days’ notice. The rates to be pub- 
lished are those agreed on some time ago. (See Traffic World, 
July 15, p. 99, and July 22, p. 126.) Permission to make the 
rates effective on notice shorter than provided in section 6 of 
the interstate commerce act was granted when the railroads 
furnished the data the Commission deemed necessary as a 
foundation for the permission. 

The Commission, in a letter signed by Acting Secretary 
Gillis, has suggested to D. T. Lawrence, chairman of the Trunk 
Line Association, that he retract a notice to the public, which, 
in its opinion, created an erroneous impression. The statement 
issued by the committee on public relations of the eastern rail- 
roads, quoted in part in the Commission’s letter, said: 


The Interstate Commerce Commission has denied the carriers’ 
application for authority to issue the new rates on less than statutory 
notice to the public, but the carriers are now preparing a new and 
more comprehensive application which will very shortly be presented 
to the Commission, and it is hoped and expected that the new rates 
will be made effective by tariffs to be filed as soon as authority for 
certain contraventions of the Fourth Section of the Act to Regulate 
Commerce has been granted by the Commission. 


The Commission took that statement to refer to a sixth sec- 
tion application, No. 1155, filed by Agent Curlett, asking permis- 
sion to make the reduced rates effective on ten days’ notice, 


and said: 


Undoubtedly the statement carried in Railroad Data was copied 
by the daily newspapers and in consequence the Commission has re- 
ceived several letters inquiring as to the reasons for denying the ap- 
plication in question. Surely you must have known that any such 
statement was bound to create a wrong impression provided of 
course you were fully acquainted with the facts. On the other hand, 
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if you were not entirely familiar with them you should have ascer- 
tained what the facts were before authorizing any such statement. 

Agent Curlett’s sixth section application No. 1155 was received 
by the Commission on July 7 and because it lacked much in essential 
detail and contained practically nothing to justify the granting of 
short notice the applicant was addressed on July 10 with the re- 
quest that the application be amended in order that it might be given 
proper consideration. In reply to this letter Mr. Curlett on July 13 
under his File G-4533 gave reference to his application and the Com- 
mission’s letter of the 10th, then concluded with the following: 

“For various reasons the carriers have concluded to establish 
these rates on statutory notice, and therefore, no further action 
need be taken on this application.”’ 

Thus it was that the application was denied merely as a matter 
of record and at the carriers’ request. 

Having authorized a public statement which so obviously gives 
an erroneous impression, it would seem that you should immediately 
take steps to retract it. 


According to an announcement by D. T. Lawrence, chairman 
of the trunk line association, it is the purpose of the carriers 
to make the reduced rates on anthracite to parts of New York 
and New England effective on Aug. 11. Some reports had it 
that the tariffs were intended to be made effective Aug. 1. 
That would have been impossible under the authority to pub- 
lish on ten days’ notice granted by the Commission. 

Mr. Lawrence, in his statement, said it appeared that there 
had been some disposition to criticize the Commission for its 
declination of the original request of the initial anthracite car- 
riers that they be permitted to publish the rates on less than 
statutory notice, as mentioned in a press notice released by 
the association on July 18. 

No such criticism of the Commission, Mr. Lawrence said, 
was warranted and he regretted that the wording of the notice 
created such an impression. He added that the original peti- 
tion was denied by the Commission merely as a matter of rec- 
ord at the suggestion of the applicant carriers, the original peti- 
tion having been lacking in some respects. He said that it was 
the intention of the carriers, as announced in a previous press 
dispatch, immediately to file another and more comprehensive 
petition. 

According to Mr. Lawrence, the Commission had given the 
carriers courteous, prompt and satisfactory consideration of 
the whole matter. 


COMMISSION ORDERS 


No. 26093, Northwestern Retail Coal Dealers’ Association, Inc., 
et al. vs. Alton et al. Board of Railroad Commissioners of State of 
North Dakota; Chamber of Commerce of Fargo, N. D.; Adams Trans- 
fer & Storage Co.; Chesley Lumber & Coal Co.; Fargo-Detroit Ice 
& Fuel Co.; Interior Lumber Co.; N. J. Olsen Co.; McCormick Trans- 
fer Co.; Sherwood Lumber & Coal Co.; Individuals operating under 
name of A. L. Farr Transfer Co.; Nolin’s Coal & Wood; Snyder Coal 
Co.; Western Fuel & Material Co. and John Lamb Coal Co. permitted 
to intervene. 

No. 23658 and Sub. 1 and 2, White Eagle Oil Corporation vs. B. 
A. & P. et al. Order of May 2, 1933, is amended so as to exempt the 
Cc. & N. W. from its requirements. 

No. 25002 and Sub. 1, St. Paul Live Stock Exchange vs. C. M. 
St. P. & P. et al. Order entered herein on May 15, modified to be- 
come effective on October 23, 1933, upon not less than 30 days’ notice 
instead of August 24, 1933. 

No. 25028, and Sub. 1, Amiesite Corporation et al. vs. A. C. & Y. 
et al. Effective date of order entered herein on May 4, 1933, is 
modified in so far as it requires the establishment of rates from 
Cheektowaga, N. Y., to destinations specified in said order so that 
it will become effective on or before August 1, 1933, upon not less 
than one day’s notice instead of 30 days’ notice. 

No. 25985, Surcharges on intrastate traffic within the state of 
North Dakota. Order entered herein on May 18, 1933, is vacated and 
set aside and proceeding discontinued. 

1. & S. 3234, Fresh meats and packing-house products to, from, 
and between points in southern territory, and cases grouped there- 
with. The order entered on February 7, 1933, is further modified so 
as to become effective on October 23, 1933, instead of August 23, 1933. 

Finance No. 9944, A. T. & S. F. abandonment. Effective date of 
certificate of public convenience and necessity issued in this pro- 
ceeding on June 22, 1933, is extended for 90 days. 

1. & S. 3845, Onions from Colorado to eastern points. Effective 
date of order entered herein on June 7, 1933, is postponed to Septem- 
ber 29, 1938, upon not less than 1 day’s notice instead of July 31. 

No, 24906, Pine Grove Tanning Co. vs. B. & O. et al. Petition of 
defendants for reopening and reconsideration by which postponement 
of effective date of order is sought, in so far as it requests effective 
date of order of May 12, 1933, is denied. 

No. 17304, International Oil Co. et al. vs. A. & S. et al. 
Petroleum Co., The Bottemiller Oil Co., Thé Aitkin Oil Co., The 
Fergus Oil Co., and H. K. Stahl Co. permitted to intervene. 

No. 25166, Sinclair Oil & Gas Co. vs. A. T. & S. F. et al. Chi- 
cago, Rock Island and Gulf, Chicago, Rock Island & Pacific, Ft. Smith 
& Western, L. B. Barry, Jr., Receiver, Kansas City Southern, Louis- 
iana, Arkansas & Texas, Midland Valley, St. Louis-San Francisco, St. 
Louis-San Francisco of Texas and Union Pacific dismissed as parties 
defendant hereto. 

No. 13535 et al. Consolidated -Southwestern cases, Supplemental 
Fourth Section Order No. 9500 and 9600, Rates, from, to and between 
points in southwestern territory. The orders entered in the above- 
entitled proceedings on April 5, 1927 (including said Supplemental 
Fourth Section Orders 9500 and 9600), which are to become effective 
on August 10, 1933, so far as they require or pertain to the establish- 
ment and maintenance of rates described in amended order entered 
in these proceedings on November 23, 1932, are, further amended so 
that said orders shall become effective on February 10, 1934, instead 
of August 10, 1933, as to all the rates described in said order of 
November 28, 1932, except that with respect to molasses and syrup 
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said orders shall become effective on December 10, 1933, instead of 


August 10, 1933. 

No. 25023, and Sub. 1, Sullivan-Hayes Coal Co. Inc. vs. N. Y. N, 
H. & H. et al. Order entered herein on May 17, 1933, modified so 
that it will become effective on or before August 24, 1933, upon not 
less than 10 days’ notice instead of 30 days. . 

Finance No. 8480, Kansas City Terminal construction. Time pre- 
scribed in said certificate within which the Kansas City Terminal 
shall complete construction of extension therein authorized, is ex- 
tended to December 31, 1933. 


PETITIONS FOR REHEARING, ETC. 


No. 24144, Continental Roll & Steel Co. et al. vs. N. Y. C. et al. 
Complainants ask reopening, reconsideration and modification of Com- 
mission’s report. 

No. 25592, Caruso, Rinella, Battaglia Co., Inc., vs. C. N. O. & T, 
P. et al. Defendants ask for reconsideration of report and order. 

No. 23381, and Sub. 1, Boydton Manufacturing Co., Inc., et al. vs, 
Southern et al. and No. 23385, Barnes Lumber Co. vs. C. & O. et al. 
Defendants ask reconsideration. 

No. 25543, Metal & Thermit Corporation vs. C. of N. J. et al, 
Defendants ask reconsideration upon record and for dismissal of the 
complaint. 

No. 25130, Mark EHikins et al. vs. A. T. & S. F. et al. Complainant, 
National Packing Co., asks reconsideration and/or rehearing in con- 
nection with four shipments of calves considered under this docket. 

No. 24791, Southgate Brokerage Corporation, Inc., vs. A. C. L, 
et al. Defendant, Norfolk Southern, asks modification of findings and 
order herein. ; 

Finance No. 9386, In the matter of application of D. & R. G. W. 
for certificate of public convenience and necessity to abandon its 
branch line of railroad from Lake Junction, Gunnison County, Colo., 
to Lake City, Hinsdale County, Colo. Intervener, State of Colorado, 
asks a rehearing and stay of execution herein or a modification of 
the order. 

No. 10698, Public Service Commission of Oregon vs. Director 
General, O.-W. R. & . Co. et al., and No. 10458, Commission of 
Public Docks of the City of Portland, Ore., et al. vs. Director Gen- 
eral, S. P. & S. et al. Department of Public Works of State of 
Washington, the Seattle Chamber of Commerce and Port of Seattle, 
and Tacoma Chamber of Commerce and Port of Tacoma, interveners, 
ask modification of order. 

No. 25938, Surcharges on intrastate traffic within the state of 
Ohio. Respondent carriers ask modification of orders, to permit car- 
riers to publish rates on furnace fluxing stone and raw dolomite in 
open top cars between points in the state of Ohio. 

No. 25938, Surcharge on intrastate traffic within state of Ohio. 
Pennsylvania Railroad asks modification of order of June 6, 1933, so 
as to allow publication of rate of $1 a 2,000 pounds on coke (carloads) 
from Massillon and Canton, Ohio, to Youngstown, Ohio, on one 
day’s notice, said rate to expire on September 15, 1933. 

No. 23673, Vermont Marble Co. of Texas et al. vs. A. G. S. et al. 
Complainants ask the Commission to segregate the complaint from 
the general investigation included in I. & S. 3130, part 11, stone, 
Southwestern rates. 

No. 24930, Northwestern Retail Coal Dealers’ Assn. vs. C. M. St. 
P. & P. Defendant asks rehearing, reconsideration or reargument 
before entire Commission. 

No. 22252, Jackson Traffic Bureau et al. vs. A. T. & S. F. et al. 
and No. 25141, Sub. 1, Independent Oil Co. and Lion Oil Co. vs. C. R. 
I. & P. et al. Complainant asks modification of decision in part. 

No. 25135, Part 7, Montana, Increases in intrastate freight rates. 
Great Northern, Northern Pacific, Chicago, Milwaukee, St. Paul & 
Pacific, and Butte, Anaconda & Pacific, ask for modification of 
order dated November 7, 1932, so as to except certain intrastate rates 
on carload and less than carload shipments of beer and rates on re- 
turned empty containers. 

INo. 23847, Denver Fire Clay Co. vs. Apache et al. D. & R. G. 
W. asks modification of order entered herein dated April 26, 1933, to 
extent that rates prescribed to New Mexico, shall not apply over 
its narrow gauge lines. 

No. 25135, Increases in intrastate freight rates and charges, part 
13, West Virginia. N. & W. asks modification of Commission’s find- 
ing and order so as to except therefrom the rates on coal and coal 
briquets, carloads, from certain stations on its lines to Rock, King, 
Kegley, and Princeton, W. Va., on the Virginian Railway. 

No. 25635, Mesker Brothers Iron Co. vs. C. M. St. P. & P. et al. 
Complainants ask the Commission to decline to permit the case to 
be reopened for further consideration and instruct that the defendants 
pay reparation as ordered. 

No, 24449 and Sub. 1, Public Utilities Commission of Idaho vs. 
Oo. S. L. et al. Defendants ask reopening of this proceeding for pur- 
pose of reargument before and reconsideration by entire Commission. 

Fourth Section Application No. 14080, Transcontinental eastbound 
sugar, 1931. American-Hawaiian Steamship Co., Argonaut Steamship 
Line, Arrow Line, Dollar Steamship Co., Luckenbach Steamship Co., 
Ine., Luckenbach Gulf Steamship Co., Munsen-McCormick Line, Nel- 
son Steamship Co., Panama Pacific Line, Quaker Line, Williams 
Steamship Corporation and Gulf Pacific Line ask the Commission to 
reconsider its decision of July 3, 1933, to grant a rehearing and a 
reargument, to keep the rates suspended. 

No. 23251, Sub. 2, M. D. Friedman Co. vs. C. & O. et al. Com- 
plainant asks reopening of this case, for purpose of presenting oral 
argument. 

No. 25135, Part 13, Increases in intrastate freight rates and charges 
—West Virginia. Pennsylvania Railroad asks modification of the 
Commission’s order of March 27, 1933, to extent of excepting from 
the provisions thereof the intrastate transportation, in carloads, o! 
bituminous coal in local switching service at Wheeling, W. Va., and 
the intrastate transportation, in straight of mixed carloads, of coke, 
coke breeze, coke dust, and coke screenings (the direct products of 
coal) from Follansbee, W. Va., to Wheeling and Benwood, W. Va., 
all on the Pennsylvania Railroad. 


PENNSYLVANIA-B. & O. MERGER 


Reports that there have been advances or 
looking to acquisition of the Baltimore & Ohio by the Penn- 


suggestions 


sylvania are without confirmation in Washington. Such an ac- 
quisition, it is believed, could not be uathorized by the Com- 
mission under the provisions of the law permitting the acquis! 
tion of one railroad by another. Even, if as the result of 
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representations to the Commission, it should decide that it 
might, in the public interest, authorize such an acquisition, it 
would be necessary for it to change its consolidation plan pro- 
viding for four systems in the eastern district. 

Regional consolidations, providing for not more than two 
carriers in the eastern district, have been suggested by makers 
of consolidation schemes, but they have not gone beyond the 
suggestion stage, among government officers. 


WEIGHT TOLERANCE RULE 


Applications for the suspension of schedules filed by west- 
ern trunk line railroads in purported accordance with the per- 
mission given them by the Commission in its decision in I. and 
§. No. 3654, weight tolerance rule (see Traffic World, July 22, 
p. 136), have been sent to the Commission by, among others, 
Corn Belt Coal Merchants’ Association, Commerce Association 
of Aberdeen, S. D., Sioux City, Ia., Traffic Bureau, Minneapolis 
Traffic Association, Fullerton Lumber Co., and the Board of 
Railroad Commissioners of South Dakota. In the report in the 
suspension case the Commission found justified an increase in 
the tolerance on coal from 1 to 1.5 per cent. The protests are 
against the increase in tolerance. . 

The South Dakota commissioners, who said that they had 
been unable to participate in the suspension proceedings, said 
the evidence introduced in the hearing, on behalf of the shippers 
and consumers, appeared inadequate and not fully representa- 
tive. They expressed the opinion that on account of the limited 
representation, as they said, on behalf of shippers, the Commis- 
sion would be justified in according a further hearing on the 
subject. 

The Fullerton Lumber Co. expressed the opinion that a toler- 
ance of even as much as one per cent was excessive and unrea- 
sonable because of the fact that the records showed that track 
scales did not vary nearly as much as 500 pounds when in proper 





> condition. 


The Minneapolis Traffic Association said that it did not 
participate in the suspension proceeding but said that since the 
decision was made and the tariffs filed, requests had been re- 
a from interested members asking for suspension of the 
tariffs. 

The Sioux City Traffic Bureau submitted that the proposed 
rule would impose an undue and unjustified hardship on many, 
doubtless all, consumers of coal throughout the affected area. 

The Commerce Association of Aberdeen, in asking for sus- 
pension, suggested that a tolerance of three-quarters of a ton on 
a carload of coal weighing 100,000 pounds was excessive and 
an unjust burden to be placed upon the receivers of coal. 

The Corn Belt Coal Merchants’ Association asked for reopen- 
ing of the suspension proceeding, asserting that it was a well 
known fact that scales in good order would not perform in a 
manner as shown by carriers’ exhibit No. 40 in that case. It said 
it was certain that the defendants could not produce evidence 
so to show. 

Answering the requests for suspension of their tariffs, west- 
ern trunk line told the Commission that inasmuch as the provi- 
sions of the tariffs assailed contained weight tolerance rules 
which had been found justified by it in its decision of March 
13, in I. and S. No. 3654, it was sincerely requested that the 
Provisions of thoses rules be permitted fo become effective on 
Aug. 1. Answers of the same import have also been made by the 
Great Northern, Northern Pacific and Soo Lines. 


SUGAR CASES OF 1933 


_ On the theory that there has been a kaleidoscopic change 
In all industrial conditions in the country as the result of the 
Passage of the industrial recovery act, the Canal Carriers’ 
Association (Canal Lines Executives’ Committee) have asked 
the Commission for rehearing and reargument in I. and S. No. 
3814, sugar from Gulf and south Atlantic points, I. and S. No. 
3829, sugar from eastern points to central territory, and fourth 
Section application No. 14080, sugar from the Pacific coast. 

_ The canal lines point out that the tariffs under suspension 
In the cases mentioned were originally proposed to become 
effective in April, 1933, which was before the passage of the 
legislation mentioned and which, in the opinion of the peti- 
tioners, brought about such a change in industrial conditions as 
to warrant rehearing and reargument in these cases. 

In April, according to the petition, the members of the 
petitioning association, protestants in the suspension proceed- 
gs, were encountering difficulties in controlling their inter- 
company affairs as related to their rates. Since that time the 
Cana] lines say they have organized themselves under the indus- 
trial recovery act and are preparing a code which will control 
and stabilize their business, including their rates, and bring 
about a higher cost of operation of the canal lines. 

In the face of these additional operating costs the canal 
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lines assert that they should not be faced with a reduction of 
revenue that must necessarily result from the rail rates that 
the Commission has authorized the railroads to put into effect. 
The canal lines declare that they will make whatever reductions 
are necessary to meet the rates that the Commission has au- 
thorized the railroads to put into effect. 

“Such a reduction in boat line rates,” asserts the petition, 
“will simply reduce revenues and militate against their ability 
to raise wages and reduce working hours as contemplated under 
the industrial recovery act.” 

The Commission, according to the canal lines, occupies a 
most important place in the general picture that results from 
the enactment of the industrial recovery act. 

“The Commission,” say the canal lines, “necessarily will 
want to cooperate with the other branches of the government 
in bringing about the general business recovery contemplated. 
It would manifestly be a step in the reverse direction to allow 
the decision in this case to stand pending the recovery steps 
that are now in progress.” 

The Commission has voted not to suspend the tariffs filed by 
the carriers in compliance with the decision in I. and S. 3814, 
sugar from Gulf and south Atlantic points and the cases joined 
with it, constituting sugar cases of 1933, dated to become effec- 
tive July 29. 


REFUND OF RECAPTURE MONEY 


The Secretary of the Treasury has paid $12,420,270.96 to 
railroads on account of payments made by them into the recap- 
ture fund of the Commission under section 15a of the interstate 
commerce act which was repealed at the last session of Con- 
gress. This amount includes the principal paid in plus interest 
accumplations and the profit realized by the government from 
the sale of the government bonds in which the recapture money 
was invested. There are approximately twenty-five roads with 
which settlements are yet to be effected. The individual pay- 
ments making up the total of $12,420,270.96 follow: 


Ashley, Drew & Northern Ry. Co., $8,121.43; Atlantic & Caro- 

lina R. R. Co., $477.94; Augusta Northern Ry., $7,061.02; Augusta R. 
R. Co., $67.45; Bauxite & Northern Ry. Co., $17,942.26; Bay Ter- 
minal R. R. Co, $3,728.56; Bessemer & Lake Erie R. R. Co., $645,- 
327.52; Birmingham Southern R. R., $45,141.15; Conemaugh & Black 
Lick R. R. Co., $95,245.44; Cambria & Indiana R. R. Co., $27,265.62; 
Chattahoochee Valley Ry., $21,956.13; Chicago & Illinois Midland 
Ry. Co., $282,422.59; Chicago, West Pullman & Southern Ry. Co., 
$7,168.16; Cornwall R. R. Co., $243,168.90; Dardanelle & Russellville 
R. R. Co., $1,717.55; Dayton Union Ry. Co., $1,427.38; DeKalb & 
Western R. R Co., $13,59949; Detroit & Toledo Shore Line R R,, 
$96,243.77; Detroit, Toledo & Ironton R. R., $337,672.70; Duluth, Mis- 
sabe & Northern Ry. Co., $7,774,804.19; East Jersey R. R. & Ter- 
minal Co., $4,812.64; East Jordan & Southern R. R. Co., $6,956.89; 
Elgin, Joliet & Eastern Ry. Co., $80,502.22; Fordyce & Princeton R. R. 
Co., $5,423.48; Fort Worth Belt Ry. So., $116,384.32; Hannibal Con- 
necting R. R. Co., $24,699.03; Illinois Terminal Co., *$186,025.49; Indi- 
ana Northern Ry. Co., $4,214.92; Indian Creek Valley Ry. Co., $5,628.14; 
Ironton R. R. Co., $844,752.91; Johnstown & Stoney Creek R. R. Co., 
$1,637.51; Kanawha, Glen Jean & Eastern R. R., $7,155.29; Lakeside 
& Marblehead R. R. Co., $8,018.69; Lancaster & Chester Ry. Co., 
$21,618.77; LaSalle & Bureau County R. R. Co., $26,070.02; Laurin- 
burg & Southern R. R. Co., $3,877.30; Ligonier Valley R. R. Co., 
$90,370.62; Louisiana & Arkansas Ry. Co., $11,684.90 Louisville, New 
Albany & Corydon R. R. Co., $3,770.21; Ludington & Northern Ry. 
Co., $4,339.89; Middletown & Unionville R. R. Co., $75.97; Missouri 
and Illinois Bridge & Belt R. R. Co., $4,421.42; Mount Hope Mineral 
R. . Co., $2,010.24; Natchez, Urania & Ruston Ry. Co., $606.64; 
Nevada Northern Ry. Co., $45,614.21; Patapsco & Back Rivers R. R. 
Co., $58,381.81; Philadelphia Bethlehem & New England R. R. Co., 
$197,177.70; Pittsburgh, Lisbon & Western R. R. Co., $5,404.65; Port 
Huron & Detroit R. R. Co., $271,437.55; Richmond, Fredericksburg 
& Potomac R. R., $285,481.92; Rockport, Langdon & Northern Ry. 
Co., $634.99; South San Francisco Belt Ry., $1,749.02; San Joaquin 
& Eastern R. R. Co., $15,600.14; San Luis Central, $312.14; Shreve- 
port, Houston & Gulf R. R. Co., $2,447.76; Sioux City Terminal Ry. 
Co., $7,634.01; South Buffalo Ry. Co., $34,801.47; Steelton & High- 
spire R. R. Co., $54,009.12; Talbotton . Co., $63.91; 
Valley Ry. Co., $33,856.17; Toledo Terminal R. R. Co., $26,589.09; 
Trinity Valley Southern R. R. Co., $145.42; Tuckerton R. R. Co., 
$$3,353.94; Tucson, Cornelia & Gila Bend R. R. Co., $17,449.16; Tus- 
kegee R. R. Co., $3,577.06 Unity Railways Co., $180,041.35; Upper 
Marion & Plymouth R. R., $4,060.88; Warren & Ouachita Valley, 
$21,738.22: Warrenton R. R. Co., $43,566.80; Wyandotte Terminal 
R. R. Co., $9,535.71. Total, $12,420,270.96. ‘ 


*$800,000 paid July 21, 1932. 
+$2,164.28 paid November 2, 1931. 


Tionesta 








TELEPHONE COMPANY EARNINGS 


Large telephone companies reporting to the Commission had 
aggregate net operating income of $72,272,268 in the five months 
ended with May, a decrease of $13,277,580, or 15.5 per cent, as 
compared with the income for the corresponding period of 1932, 
according to compilations from reports of 103 companies made 
by the Bureau of Statistics of the Commission. For May the 
income was $15,996,462, a decrease of $881,677, or 5.2 per cent, 
compared with that for May last year. At the end of May the 
number of company stations in service was 14,588,925, a de- 
crease of 1,819,474, or 11.5 per cent, compared with the number 
at the end of May, 1932, 
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Express Agency Rides the Sky Lanes 


Air Lines and the Railway Express Agency Unite Service to Build New Transportation System in 
the Air—Developing Technique Brings Large Increases in Volume of Air Express 
—More Consistent Gains Shown Than by Any Other Branch of the 
Industry—Coordination “High Spot” 


By HOMER H. SHANNON 


ee UCH of the dramatic still clings to aviation, and may for 
M many years to come. If this human animal who has 
been stumbling over the face of the earth for so many 
thousands of years did not get an emotional and imaginative 
lift from such brilliant exploits as that of the mass flight of 
the Italians, bringing twenty-four planes over the Alps and across 
northern seas to America, and of a lone man driving around the 
globe in barely more than a week, he would be far more dull 
than he is. 

But, as aviation 
takes its place along- 
side of other major 
modes of commercial 
transportation, the 
dramatic and _ sensa- 
tional side of flying is 
accompanied by ma- 
chine precision and 
routine. Newspapers 
recently told of an 
aviator spanning the 
continent, arrow-like, 
in less than twelve 
hours with a Robot 
for pilot. The human 
pilot took naps, he 
said, while his me- 
chanical better looked 
to the controls. As 
the air machine has 
been perfected and 
new radio and me- 
chanical aids brought 
to flight operation, the 
commercial import- 
ance of this new me- 
dium of transportation 
has impressed itself 
more forcibly on the 
public mind and, par- 
ticularly, on the minds 
of those with a direct 
professional interest. 

Until fairly re- 
cently, those who 
thought the airplane 
would fill an import- 
ant place in the trans- 
portation of things, as contrasted with the transportation of 
people, were generally regarded, to put it kindly, as visionary. 
The unabated pace with which the air-transport industry has 
continue to move ahead has given more than a little plausible- 
ness to the prophesies of these visionaries, however. Actual 
performance has not infrequently left men who have spent their 
lives in the transportation business with their mouths open. 
It is a striking fact that the express side of the air transport 
industry has shown the most consistent gains of any of its 
branches throughout the depression. In a measure, this may 
be accounted for by the fact that the mail and passenger-carry- 
ing branches were more intensively cultivated in the develop- 
mental stage of the industry. That fact itself serves to empha- 
size the importance of the response made to intelligent provision 
of express service. 

It is true that the mail and passenger business of the air 
lines greatly overshadows the express business, but it is equally 
true that there had been, until very recently, little organized 
effort to develop and exploit express as a source of revenue for 
the air transportation system. The success of recent efforts 
to stimulate volume has surprised even those responsible for 
them. Faster service between air terminals, publicity, and 
advertising directed at educating shippers to the possibilities 
of the air express, and coordination of the air service with land 


More than fifteen hundred pounds of dresses and other merchandise were rushed from 
New York to Chicago, following a style show in New York, representing what is said 
to have been the largest single commercial shipment of air express. 


transportation agencies, have brought about a progressive ac. 

celeration in the rate of increase in the volume of merchandise, 

securities, bank paper, and other shipments taking to the air. 
Transportation Prodigy 

The railway express agency, heir to, perhaps, as vast a 
body of experimental work in transportation as any other or. 
ganization, has played a leading part in this development. And. 
as pointed out by C. D. Summy, vice-president of the company 
in Chicago, where the air express business centers, it has done 
it with a minimum of 
misdirected or specula- 
tive effort. 

“It is doubtful if 
any development of 
the transportation and 
business world over 
the last half century 
has even approached, 
much less’ equaled, 
the growth of the air 
express and the air- 
rail express, within 
the short span of their 
history,” says Mr, 
Summy. “The fact is 
that the air express 
and the air-rail ex 
press have reached 
their present amazing 
status devoid of the 
abnormal or _ specula- 
tive elements that so 
often surround enter: 
prises of sudden incep- 
tion and quick growth. 
Yet the showing made 
by these two distine- 
tive classes of carrier 
service, as they ap- 
proach the completion 
of their sixth year of 
practical operation, is 
one that has surprised 
air transportation and 
railroad officials no 
less than it has ship- 
pers and the general 
public. 

“As the evolution of the air express has been well nigh 
sensation in character, it is the growth of the air-and-rail express 
that has shattered all precedents in the transportation field 
and upset all standards for calculation.” 

The predecessor of the Railway Express Agency, the Amer- 
ican Railway Express Company, first entered the air express 
field September 1, 1927. In the nearly six years since then there 
has been a gradual expansion in the service and rate changes 
have necessitated the publication of four different tariffs. Neces- 
sarily, while the main framework of the air express system was 
being laid down, the logic of air transportation largely cot- 
trolled. The principal links in the air system were determined 
by existing population centers, the flow of business, and dis- 
tance. Speed was the one great thing air transport had to sell. 
Transcontinental distances were dominant in setting up the ail 
chart and cut out the job of the plane. But, the main routes 
being laid out and the organizations created, it has been largely 
the task of the last year or so to find out how to use them to 
provide a transportation service that would appeal to the public 
and serve it. This process has involved a number of different 
but complementary developments. 

Multiplication of schedules, or the number of planes in use 
over particular routes, along with increasing dependability of 
the service, has done much to bring new business, An intel 
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ligent rate structure, 
fitted to the service 
offered, was another 
requirement. Follow- 
ing that there has been 
an intensification of 
effort to extend the 
territory that could be 
served directly and 
indirectly by the air 
service. Integration of 
its ground organiza- 
tion With that of the 
air line operations has 
been one of the con- 
tributions of the Ex- 
press Agency. Plane 
schedules have been 
adjusted by the air 
lines to fit into arrival 
and departure times of 
fast trains on trunk 
and lateral lines of 
railroad and other “co- 
ordinating’’ steps 
taken that have re- 
sulted in a daily air- 
and-rail express move- 
ment within time 
limits that were 
thought impossible no 
longer than a year 
ago, according to the 
express company offi- 
cials, 


Air-Rail Coordination 


The air-and rail service and rail-air-and-rail service developed 
by the Express Agency and the air transport companies with 
which it cooperates is, perhaps, the best example of so-called 
coordinated transportation in this country. 
advantages of the fast plane schedules far out beyond the ter- 
ritory served directly by the air lines. 

“Still another extraordinary development of this coordinated 
air-rail express service,” says Mr. Summy, “is the utilization of 
the fastest limited passenger trains to complete the scheduled 


movement of air ex- 
press matter held at 
an airport because of 
ow ceiling’ or for 
other serious weather 
conditions preventing 
the take-off of the ex- 
press plane. Ship- 
ments grouped for the 
departure of an ex- 
press plane in the oc- 
casional instance when 
the plane can not take 
off are put aboard the 
first train speeding out 
in the direction of 
travel and are carried 
to the next airport at 
which radio advice has 
reported favorable fly- 
ing weather. When 
the shipment arrives 
there, if weather con- 
ditions will not per- 
mit flying, it continues 
by the fastest rail 
service, 

“This phase of air 
and rail coordination, 
as now regularly main- 
tained, has proved to 
be of the utmost value 
to the air transport 
interests, while direct- 
ly benefiting the rail- 
roads and redounding 
to the distanct ad- 
vantage of the shipper. 
The railroad obtain 


their full proportion of 
the total haul, when- 
ever there is a diver- 
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The air express service of the Railway Express Agency perhaps represents the out- 

standing examgle of the coordination of different transportation facilities. Rail, air, 

and highway services are closely integrated to give the fastest possible deliveiy of 
high-grade merchandise. 


It has extended the 


volume of rail express shipments. 





Phantom drawing of the new high-speed transport planes recently placed in service 


by United Air Lines, reducing coast-to-coast schedules to less than 20 hours. (1) All- 
metal wing has 74-foot span; (2) landing lights; (3) landing wheel in retracted 
position; (4) exhaust stack from engine; (5) engine nacelle containing oil tank and 
engine accessories; (6) 550 h. p. supercharged engine; (7) dual controls; (8) instru- 
ment panel; (9) radiophone for two-way communication with ground stations; (10) 
air speed indicator tube; (11) mail-express-baggage compartment; (12) shutter for 
engine air-cooling; (13) sturdy wing construction; (14) wing made of dural, strong as 
steel and light as aluminum; (15) oil radiator; (16) radiophone antenna; (17) pilot 
and mate; (18) all-metal fuselage insulated against noise and temperature changes; 
(19) ventilators; (20) individual ventilators and heaters at each chair; (21) ten pas- 
sengers accommodated in luxurious cabin; (22) lavatory; (23) tail light; (24) patented 
flaps for —— plane in flight; (25) tail wheel; (26) mail-express-baggage com- 
partment; (27) 


pantry; (28) stewardess; (29) gasoline tanks housed in wing. 
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sion to rail, and as 
owners of the Railway 
Express Agency they 
derive a percentage of 
the revenue accruing 
to the air operation.” 


Large Increase This 
Year 


The most spectac- 
ular increase in the 
volume of air express 
came following the lat- 
est reduction in rates. 
Effective last Decem- 
ber 1, new rate sched- 
ules were placed in ef- 
fect cutting the former 
rates anywhere from 
15 to 30 per cent. The 
business in 1932 
showed a _ substantial 
increase over that of 
1931, but the increases 
of the last six months 
have been even more 
marked. The size of 
individual shipments 
has been steadily in- 
creasing. In 1932 the 
Railway Express 
Agency handled 186 
per cent more ship- 
ments than in 1931. 
The 1932 revenue was 
47.3 per cent greater 
than for 1931. No im- 


portant change in rates or territory served took place in these 
two years until the rate reductions of last December. As a 
reflection of those reductions, revenue for the first six months of 
1933 was 128 per cent greater than for the first six months of 
1932, and shipments showed an increase of 229 per cent over 
the similar period of 1932—this despite the relative high cost of 
the air service and—to express officials—an appalling drop in the 


A notable fact in connection with the experience following 


the reduction in rates 
is that no marked 
jump in the volume of 
the movement was ob- 
served immediately 
after the rates were 
cut. It was necessary 
to do considerable 
“educational” work 
before shippers fully 
realized the opportuni- 
ties opened by the new 
rates, as explained by 
one representative of 
the express company. 
Monthly figuers' for 
the total air business 
of the Express Agency 
not being at hand, that 
is illustrated by the 
record of United Air 
Lines, largest of the 
air transport compa- 
nies associated with it 
in the express busi- 
ness. That month by 
month record shows 
the number of pounds 
carried in the period 
as follows: January, 
19,463; February, 19,- 
895; March, 31,644; 
April, 29,707; May 31,- 
991; June, 39,479. The 
total for the six 
months is within a 
few hundred pounds 
of the total carried by 
the air line in the 
entire year of 1932, 
and only slightly less 
than three times the 
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total carried in the first six months of 1932. 

Reduced rates, it should be said, have not been the only 
factor that might be supposed to have influenced the rapid 
increase in the volume of air express business the first six 
months this year. That is particularly true so far as the experi- 
ence of United Air Lines is concerned. There has been little 
change in the territory served by air directly through the Rail- 
way Express Agency service recently, but, to some extent, sched- 
ules have been multiplied over existing routes and the speed of 
the service has been markedly increased in many cases. Co- 
ordination of rail and air services has already been mentioned. 
Beginning in May of this year, United Air Lines placed in service 
a new type of plane that enabled it to reduce its coast-to-coast 
schedules, eastbound, from 27 hours to 20, and westbound from 
31% hours to 21%. The Chicago-New York schedule was re- 
duced from 6% hours to 4%, eastbound, and corresponding reduc- 
tions were made in other operations. 


Technique Evolving 


The question as to whether the existing rate schedule may 
be regarded as a normal or permanent structure is yet to be 
answered. One of the express company officials, to whom the 
question was put, said he thought it was. On the other hand, 
an air line representative who has given thought to the matter 
was of the opinion that a “scientific” rate structure was yet to 
be devised. There is no classification, so far as air express is 
concerned; weight and distance are almost the only factors 
entering into the measure of the charge. The air line official 
holds that, before the plane will begin to realize its full poten- 
tialities as an express carrier, it will be necessary to make an 
intensive study, commodity by commodity, to determine the pos- 
sibility of developing volume of movement under different rates 
and then as to the rate at which the service can be profitably 
provided. 

Sharp reductions in the flying time between terminals made 
and planned for this year have jumped the service possibilities 
more than anything of a similar nature since the first com- 
mercial service was begun. What amounts to an over-night 
delivery between New York and San Francisco is already in 
effect. That compares with fourth morning delivery, the fastest 
service available by rail. In the opinion of Mr. Summy it will 
be only a short time before over-night delivery ‘will be possible 
among most of the important commercial centers of the country, 
through coordination of the air services with those of the land 
transportation agencies. 

Distribution habits are built around available transportation 
agencies. With a service of this kind at hand, it seems certain 
that the merchandising of many commodities will be revolution- 
ized in the near future. Style goods, perishable commodities, 
and many of the luxuries are being regularly carried by the air 
express planes. It was pointed out that there are numerous 
lines of merchandise concerning which it was extremely diffi- 
cult to predict demand and that, in such cases, the air express 
made it possible for the merchant to dispose of them without 
making any investment. An order placed today is delivered 
tomorrow and the merchant gets his money before he has paid 
the wholesaler. 

Not only has there been a steady increase in the depend- 
ability of the air service, but as the experience of the express 
agency indicates, transportation hazards are low. The air ex- 
press claim rate has been reduced to the figure of .0185 per 
cent of the revenue produced, and to date that rate has been 
maintained on the business interchanged between the air and 
rail systems. 

An endless variety of examples of industrial and business 
economies effected by the use of the air express service are 
at hand. Emergencies of every character are dissipated through 
the speed of the modern plane and the close-knit organization 
that has been provided to make that effective. But many iden- 
tified with the service believe that this emergency traffic tends 
to misrepresent, rather than illustrate, the value of this Mercury 
among the transportation agencies. It is in the routine provi- 
sion of the fastest of all possible movement, in the quickening 
tempo of commercial life, that they expect the air express to 
make itself a secure and accepted place among the transportation 
servants of the future. 


DECREE FIXES LIFE OF AIRPLANES 


The Italian Ministry of Aeronautics has issued a decree 
which condemns commercial and public airplanes and airplane 
engines after they have completed a specific number of hours 
in the air, according to a report to the automotive-aeronautics 
trade division of the Commerce Department from the depart- 
ment’s Rome office. 

“This is believed to be the most important step taken by a 
major nation to prohibit further flight by a plane after it has 
been in use for a specified time,” says the department. 


“The decree is understood to be a safety measure. The 
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decree specifies that an airplane of metal construction shal| 
be condemned after 3,500 hours and an airplane of non-metalic 
construction condemned after 1,500 hours of flights. The life 
of an airplane engine is placed at 2,000 hours by the decree. 
The decree states that in exceptional cases an airplane or 
engine may be allowed to be continued in operation for a length 
of time equal to one-tenth of the time allotted in the decree 
providing the engine or airplane pass a rigid examination. No 
statistics are available on the average age of airplanes ip 
Italy.” 
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No, 25932. Sub. No. 8. The Rea-Patterson Milling Co., 


man., ve. A. T. & 8. ¥.. ot. ai. 

Unreasonable rates and charges, grain and grain products 
country points of origin in Colo., Kan., Neb., Wyo., Ia., S. D, 
and Mo. to Coffeyville, Kan., and subsequently milled and stored 
and reshipped to points in Ala., Ga., Fla., Miss., N. C., Tenn, 
Okla., Mo., and Ark. Asks cease and desist order, rates and 
charges, and reparation. 

. 26093. Northwestern Retail Coal Dealers’ Association, Inc., et al, 
Minneapolis, Minn., vs. Alton et al. 

Unreasonable rates, lake cargo coal, by reason of application of 
so-called double increase from January 4, 1932, to March 31, 1933, 
moving over the Lake Superior and Lake Michigan docks, under 
<x Parte 103. Ask reparation. 

. 26094. McHugh Brothers, Springfield, O., vs. Pennsylvania et al, 

Unreasonable rate, sand and gravel, Machias, N. Y., to Brad- 
ford, Pa, Asks rate and reparation. 

- 26095. A. D. Young, trading as Young Bros. Hay Co., Nowata, 
Okla., et al. vs. A. T. & S. F. et al. 

Unreasonable rates, hay, Nowata and other Okla. points and 
Nevdesha, Kan., to points in Mo., Ark., La., Tex., and to Men- 
phis, Tenn. Ask rates and reparation. 

- 26096. Fargo Iron & Metal Co., Inc., Fargo, N. D., vs. A. T. & 
S. F. et al. 

Unreasonable rates, scrap iron, Fargo, N. D., to St. Paul, Minn, 
and Duluth, Minn., and points taking the same rates, and scrap 
iron and junk, Fargo, N. D., to Chicago, lll., Omaha, Neb., and 
points taking same rates. Asks rates and reparation. 

- 26101. Walter S. Franklin and Frank C. Nicodemus, Jr., re- 
ceivers of Wabash, St. Louis, Mo., vs. U. P. 

Ask Commission to fix terms which petitioners may continue 
to use defendant’s union station facilities at Omaha, Neb., in- 
cluding the station tracks connecting with the tracks laid upon 
the bridge across the Missouri River between Omaha, Neb., and 
Council Bluffs, Ia., and the just and reasonable compensation 
to be paid by_petitioners for the use so required, and an order 
requiring the U. P. to permit petitioners to use the Union Sta- 
tion facilities on such terms and for such compensation as the 
Commission may so fix. Also ask emergency order directing 
the U. P. not to exceed petitioners from the use of the facilities 
pending Commission’s hearing and determination of complaint. 


Coffey ville, 


ASKS PIPE LINE INQUIRY 


Attorney General Allred of Texas has suggested to Hugh S. 
Johnson, head of the national recovery administration, that his 
body make an inquiry into the operation of pipe lines and the 
rates they charge for the transportation of petroleum. Mr. All- 
red made that suggestion in the course of a call he and C. V. 
Terrell and E. O. Thompson, the two latter being members of 
the Texas commission, made on Administrator Johnson. They 
came here on the invitation of the administrator to take part in 
the consideration of the code of fair competition formulated 
by the petroleum industry. The Texas commission administers 
not only the law relating to the rates and charges of pipe lines 
but also the conservation statutes by means of which Texas 
seeks to prevent unneeded production of crude petroleum. The 
Texas idea is that the national recovery administration, ol 
account of the interlocking of production and transportation of 
crude, should inquire into the operation of the pipe lines, the 
pipe lines, in many instances, being integrated with the pro- 
ducing, refining and marketing operations of the petroleum 
industry. 


SOUTH DAKOTA COMMISSION 


That the Board of Railroad Commissioners of South Dakota 
is still functioning, despite the fact that the state legislature 
passed an act reducing its membership to one is pointed out 
by Clyde S. Bailey, assistant general solicitor of the National 


Association of Railroad and Utiltiies Commissioners. The act 
was to have taken effect July 1 but before that date petitions 
were filed asking to have the act referred to the people. Under 
the South Dakota constitution this had the effect of suspend 
ing the operation of the act pending a vote of the people at the 
next general election. The state administration is contestin&’ 
the validity of the petitions. 
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INTERCOASTAL RATE ACTION 


The Tratiic World Washington Bureau 


The Shipping Board has “started something” with respect 
to intercoastal rates as the result of discovery that there are 
differences in the levels of rates filed by the intercoastal lines 
operating under conference agreement and of rates filed by non- 
conference lines. 

Letters were sent to all the intercoastal carriers re- 
questing them to adjust their rates to a just and reasonable 
basis. If the carriers balk, the board proposes to suspend rates. 
It outlined its position in the following statement: 


For some time past the United States Shipping Board has been 
gravely concerned in relation to conditions in the intercoastal trade 
which threaten the disorganization of that trade. These conditions, 
it is reported, are due to the charging of rates by certain of the fif- 
teen common carriers involved which are generally recognized as 
unfair for the service rendered. 

It was stated at the Shipping Board's offices that the board con- 
templates suspension of rates on many of the commodities which are 
indicated to have brought about the threatened disorganization in 
the trade, and that all of the carriers have been warned to voluntarily 
place their rates in line with rates recognized as fair and reasonable. 
The taking by the board of this suspension action is viewed as 
neeessary and appropriate in the interest of effecting the purpose and 
intent of the shipping act and the intercoastal act. 


Effective July 26, under special permission of the Shipping 
Board, the intercoastal conference steamship lines increased 
vertain rates that had been lower than the rates on the same 
commodities maintained by non-conference lines to the level 
of the non-conference rates. The rates were carried in supple- 
ment No. 6 to S. B. 1—No. 1. They apply on some but not all 
articles grouped under the headings of brushes, floor waxes and 
oilers, confectionery, coolinig room or refrigerating materials, 
earthenware furniture, magnesium powder, cordage or rope, 
oakum, window glass, rolled glass, and stove pipe. This action 
on the part of the conference lines brought them in accord with 
the board’s wishes with respect to the intercoastal rate sit- 
uation. 


Officials indicated July 25 that the board was prepared to 
Suspend the rates of non-conference lines that were lower than 
the rates of the conference lines on the same commodities, as 
had been earlier indicated by the board. The non-conference 
lines are the Calmar, Shepard and Pacific Coast Direct Line. 

Question arose as to the power of the board to suspend 
rates filed in accord with the intercoastal shipping act and in 
effect, the contention being advanced that it could suspend 
rates only before they became effective. It was also contended 
that what the board in effect was trying to bring about was 
establishment of minimum rates, while Congress, in drafting the 
intercoastal act, eliminated the minimum rate provisions and 
inserted the provision that nothing in the act should be con- 
strued to empower the board affirmatively to fix specific rates. 

The Shipping Board held a hearing July 27 on the situation 
arising from its announcement that it would suspend rates on 
intercoastal carriers, the non-conference lines, particularly the 
Calmar Line, taking the position that it could not increase its 
contract rates to the level of the conference line rates because of 
contractual liability. It indicated a willingness to adjust other 
rates on a differential basis under “A” line conference rates. 

Counsel for the Calmar Line, expressing grave doubt as to 
the power of the board to suspend the rates in question, sug- 
gested that the board might issue an order of suspension effec- 
tive at some time in the future to permit the question of the 
right to suspend to be taken to court. 

: Chairman Cone said what the board desired was the estab- 
lishment of fair rates and “go on with the busimess.” As to 
the power of the board he suggested it was quite possible that in 
the present times the government would not have exhausted its 
Power to deal with the situation when the legal limits within 
Which the board could act might be reached. However, the 
Indications were that what the board devoutly wished was the 
conference and non-conference lines would get together and 
Compose their differences. 

_ The Calmar Line advised the board that if the board told 
it to reduce its contract rates it probably would do so but it 
could not increase them because of the obligations under the 
contracts, 

_ Chairman Cone said the board’s objective was to get all the 
lines on a fair rate basis. Until the legal question as to the 
bower to deal with contract rates had been answered, however, 
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he said, “we won’t get anywhere.” The real stumbling block 
in the situation, he said, was the contracts. 

Complaint as to the intercoastal rate situation was made 
to the board by the conference lines, 

The conference ended with an agreement that all lines 
should submit traffic data showing the effect of the rates that 
had been challenged by the board in the way of diversion of 
tonnage. If any, by reason thereof. The Calmar Line sub- 
mitted suggestions looking to conferences among the confer- 
ence lines and among the non-conference lines with a view to 
bringing about peace in the intercoastal trade. 

Chairman Cone said that, notwithstanding these moves to- 
ward peace, the board could not say it would not take action 
before making a decision on the data to be submitted, or, as 
Harold S. Deming, counsel for the Shepard Line, put it, render 
a verdict before trial. The chairman, however, took the posi- 
tion that this was an emergency matter as to which the board 
might have to take action before the submission of data. 


SHIPBUILDING CODE 
The Traffic World Washington Bureau 


With employers and representatives of organized labor in 
the shipbuilding industry having refused voluntarily to “get 
together” on a code of fair competition With respect to hours 
of labor and wages, General Johnson, administrator of the 
national recovery administration, obtained assent to a compro- 
mise code. 

Before General Johnson acted the employers had held out 
for a 40-hour week and minimum wages of 35 and 40 cents 
an hour in the south and north, respectively, and labor for a 
30-hour week with a minimum weekly wage of $25. 

The Johnson compromise, which was forwarded to Presi- 
dent Roosevelt, calls for a work week of 32 hours on naval 
construction and 36 hours on other work in the shipbuilding 
yards, with the proviso that employes may be worked 40 hours 
in a Week in the next six months if an average of 36 hours on 
a weekly basis is not exceeded in that period. The compromise 
calls for minimum wages of 35 cents in the south and 45 cents 
in the north. 


The compromise code also eliminates the provision urged 
by shipbuilders that shipbuilding facilities, held to be entirely 
adequate, should not be increased under the industrial recovery 
program. Gulf Industries, Inc., which plans to build a large 
shipbuilding plant at Pensacola, Fla., and which is seeking to 
obtain a loan of $35,000,000 from the Reconstruction Finance 
Corporation for that purpose, opposed such a declaration in 
the code. Shipbuilders opposed to the elimination of the pro- 
vision were planning to submit their views to the President. 

At the conclusion of the hearings on the shipbuilding code, 
Deputy Administrator A. D. Whiteside expressed regret over 
what he said was the little evidence of conciliation he had ob- 
served. 

President Roosevelt signed the code submitted by General 
Johnson for the shipbuilding industry. 


OCEAN SHIPPING DEVELOPMENTS 
The Traffic World New York Bureau 


The Cuban Consulate in New York after having announced 
that, effective as of July 22, all consular fees applying to invoices 
for goods consigned to Cuba had been increased 30 per cent, 
this to apply on the 5 per cent of the gross value heretofore 
levied, later announced that the increase had been canceled. It 
is understood that this surcharge was intended to equalize the 
difference between the gold and paper rates. 

Inter-gulf steamship service under the name of the Tosco- 
Mooremack Inter-Gulf Service has been established by the Tosco 
Steamship Lines and the Mooremack Lines, with sailings Wed- 
nesday and Saturday from New Orleans to Mobile, Houston, 
Galveston and Corpus Christi. O. F. Schully is manager of the 
service. 

Grain has again assumed the lead in the full cargo trades, 
a considerable increase in activity having developed for the 
first time in a number of weeks. Brokers are optimistic as to 
prospects for further pickup in this trade. All the business 
reported was out of Montreal, except for two fixtures from 
Port Churchill, the first of what is expected to total a dozen 
or more charters for Hudson Bay loading for Europe. The 
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large amount of full cargo space booked indicated that berth 
grain rates may stiffen further in the near future. 

One Port Churchill fixture was for 45,000 quarters to Ant- 
werp-Rotterdam at 2s 41d, with option of United Kingdom 
discharge at 2s 744d, for August loading, and the other, 30,000 
quarters, was also for Antwerp-Rotterdam at 2s 6d with option 
for Hamburg at 2s 9d for mid-August. The Montreal business 
was for United Kingdom and Continent destinations. 

The only transatlantic sugar cargo was a 7,000-ton Ravano 
boat from Cuba to United Kingdom-Continent on the basis of 
13s 6d for November. 

A large number of vessels were taken on time charter for 
the West Indies trade and several long voyage and intercoastal 
charters were reported. A 2,785-ton motorship was engaged 
for one trip, delivery Archangel, redelivery North of Hatteras 
on private terms for prompt loading, and a 1,543-ton vessel 
was taken for July loading at $1.20, delivery Guif, redelivery 
United Kingdom-Continent. A 1,098-ton motorship was engaged 
for a trip down in the New York-River Plate trade at 95c for 
August. 

The coal market was inactive. Activity in the tankers trade 
was mostly confined to Black Sea business for both clean and 
dirty cargoes. 

The Grace Line has announced the inauguration, effective 
July 15, of a Mexican coastwise service with the motorships 
Cauca and Caldas providing service as follows: to San Jose de 
Cabo, La Paz, Isle del Carmen, Loreto, Mulege, Santa Rosalia, 
Guaymas, Yavaros, Topolobampo, Altata and San Blas, with 
transshipment at Mazatlan; to Puerto Vallarta, Zihuatanejo, 
Acapulco, Puerto Escondido, Munizo, Puerto Angel and Ventosa 
Bay with transshipment at Manzanillo. Traffic to either trans- 
shipment port from U. S. Atlantic and Gulf ports will be as- 
sessed the terminal rate to either port, plus the following 
arbitraries: $10 U. S. currency per ton of 40 cu. ft. or 2,000 
lbs. as freighted on cargo moving under class D, 1 and 2 rates; 
$7.50 U. S. currency per ton of 40 cu. ft. or 2,000 lbs. as 
freighted on cargo moving under classes 3, 4,5 and all commodity 
rates. Cargo must be cleared through Mexican customs at the 
port of final destination. If cleared at Mexican port of trans- 
shipment, there will be an additional charge of $2.00 per freight 
ton over arbitrary rate to cover extra handling. 

The Grace Line also announces that, effective immediately, 
no cargo for Puerto Colombia or Cartagena will be accepted on 
the steamers Santa Cecilia, Santa Ana, Santa Elisa and Santa 
Teresa and that, effective Aug. 4, cargo for either of these 
ports will be accepted on the express steamers Santa Lucia, 
Santa Paula, Santa Rosa, and Santa Elena. 


TRANSFER OF SHIPPING BOARD 


President Roosevelt was believed to have under considera- 
tion the latter part of this week the question of holding up 
transfer of the Shipping Board and Fleet Corporation to the 
Department of Commerce August 10 under his executive order. 
Complications that would arise if the Commerce Department 
attempted to administer the shipping acts and the merchant 
marine acts have been considered. Chairman Cone, of the board, 
and Secretary Roper have conferred with the President. 


OCEAN MAIL PAYMENTS 


The Post Office Department hopes to effect a reduction in 
the amount of payments made in the present fiscal year to 
steamship lines under the American flag holding Jones-White 
merchant marine act mail contracts. The exact amount the 
department hopes to save has not been determined, according 
to officials in charge of the matter. They explained that, under 
the contracts, the government really could not do much toward 
reducing the mail compensation unless the steamship lines agree 
to the reductions. Conferences are to be held with the lines 
in an effort to get them to agree to some reductions. 


MERCHANT MARINE STATISTICS 

Analysis by the Shipping Board of the financial condition of 
ship-owning companies of the United States for the calendar 
year 1932, operating as common carriers in foreign, intercoastal 
and coastwise trades, shows that $27,759,000 was paid for crews’ 
services and $35,186,000 for stevedoring in the year, and that 
$9,749,000 was paid in Panama Canal tolls. 

“It is conservatively estimated that these companies ex- 
pended a total of approximately $100,000,000 for American labor 
and products during the year 1932,” said the board. “The operat- 
ing results analyzed do not include tankers aggregating nearly 
2,500,000 gross tons. World trade was greatly depressed dur- 
ing 1932 and, like other industries, the American shipping in- 
dustry has been operating upon a much lower basis than in 
normal times. The cost of floating equipment of all companies, 
including ships owned by industrial carriers, is approximately 
$850,000,000. 
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“The United States, with a shore line of more than 15,0(j 
miles, has one hundred and fifty odd seaports which engag 
in foreign trade. Federal, state and municipal authorities hay. 
expended for seacoast, harbor and channel improvements up 
wards of $600,000,000, and a recent survey shows that Americay 
seaport water terminals, utilized wholly for foreign trade 
reached nearly one billion dollars. Shipyards, alone, represen 
an investment in excess of $100,000,000 and could not be re 
placed today for that amount.” 


IPROTESTS SHIP LOAN 


The Alaska Steamship Co. has protested to the Shipping 
Board against the making of a loan to the Northland Trans. 
portation Co. to meet up to 75 per cent of the cost of a ney 
vessel, estimated to cost $500,000, for operation in the servic 
between Seattle and British Columbia and southern Alask 
ports. 


IMPROVEMENT OF WATERWAYS 


An allotment of $180,000 of river and harbor funds fo 
operating and care of the Cape Cod Canal for the fiscal year 
ending June 30, 1934, in addition to the unexpended balance 
June 30, 1933, of $32,537.50 remaining from former allotments 
has been announced by the War Department. For locks an¢ 
dams Nos. 29-39, Ohio River, Cincinnati district, an allotment 
of $630,000 has been made, in addition to $26,532.33 unexpended 
from former allotments. An allotment of $66,300, in addition 
to $20,683.46 unexpended from former allotments, has _ bee 
made for operating and care of the Lake Washington Ship 
Canal, Washington, for this fiscal year. 


WATER CARRIER AGREEMENTS 


Modification of the following agreement filed in compliance 
with section 15 of the shipping act of 1916 has been approved by 
the board: 


Associated Steamship Lines Conference (66-7): This modification 
records an agreement between the member lines of the Associated 
Steamship Lines Conference and Isthmian Steamship Company 
whereby the latter agrees to conform to the terms of the conference 
agreement in so far as maintenance of rates, rules and practices 
of the Association is concerned, without in fact becoming a men- 
ber of the Conference. In return the name of Isthmian is to be 
shown on the Conference tariffs and it is to be permitted to par- 
ticipate in contracts of member lines of the Conference with ship- 
pers. The agreement of the Associated Steamship Lines Conference 
(Conference Agreement No. 66-1, as modified) relates to traffic from 
the Philippine Islands to United States Pacific, Atlantic and Gulf 
ports, China, Japan, Saigon, Straits Settlements, Java, India, Aus- 
tralia and New Zealand. 


GRADE CROSSING ACCIDENTS 


Reports for the first four months in 1933, compared with 
the same period last year, received by the safety section of the 
American Railway Association, showed reduction, not only in 
the number of accidents at railroad highway grade crossings, 
but also in the number of casualties therefrom. There also was 
a reduction in the number of accidents and casualties in April 
compared with the same month in 1932. 

Accidents at railroad highway grade crossings totaled 973 for 
the first four months in 1933, a reduction of 305 compared with 
the same period in 1932. Fatalities resulting from such acci- 
dents totaled 452 in the first four months of 1933, a reduction 
of 57 compared with the same period in 1932, while persons 
injured in that period in 1933 totaled 1,071, a reduction of 364 
compared with the year before. 

For the month of April alone, there were 215 accdients al 
railroad highway grade crossings, a reduction of 75 under April, 
1932, while 125 fatalities were reported as caused by those 
accidents, a reduction of seven compared with the number for 
April, 1932. Persons injured in railroad highway grade cross 
ing accidents in April, 1933, totaled 232, compared with 319 in 
the same month the preceding year. 


CAR SURPLUS REPORT 


The railroads’ surplus of freight cars, reflecting the effect 
of increased car loadings, dropped to a daily average of 453,541 
in the period June 15-30, inclusive, according to the car serv 
ice division of the American Railway Association. The aver 
age for the preceding period was 522,785. The surplus for the 
June 15-30 period was made up as follows: 


Box, 205,493; ventilated box, 1,284; auto and furniture, 35,549; 
total box, 242,326; flat, 19,916; gondola, 90,280; hopper, 57,372; total 
eoal, 147,652; coke, 934; S. D. stock, 25,185; D. D. stock, 4,240; Tre 
frigerator, 11,727; tank, 545; miscellaneous, 1,016. 


Canadian roads reported a surplus of 31,640 cars, madé 
up of 28,200 box, 815 auto, 1,200 flat, 750 refrigerator and 675 
miscellaneous cars. 
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TRUCK OPERATORS’ CODE 


The American Highway Freight Association has announced 
that the tentative draft of a code of fair competition for opera- 
tors of trucks for hire is being distributed to operators and 
associations throughout the country for consideration before 
a final code is drafted for presentation to the national indus- 
trial recovery administration. The tentative code, with a few 
changes, is that prepared by the association and which was 
presented at the truck operators’ meeting in Chicago July 11 
and 12. (See Traffic World, July 15, p. 101.) 

Selection at the Chicago meeting of the American Highway 
Freight Association as the national association to represent 
the for-hire truck and teams industry, according to the asso- 
ciation, means “the establishment of a new major national 
industry Which has heretofore been a heterogeneous collection 
of local and sectional associations in a disorganized industry.” 

“It is estimated by those who speak with authority on the 
subject,” said the association, “that between two aad one-half 
and three billion dollars are invested in the for-hire carrier 
industry of the country, composed of from forty to fifty thou- 
sand individual operators and owners, with over half a million 
units of operation, and employing upward of one and one-half 
million persons. 


“It is regretted by leaders in this industry that it must 
be somewhat tardy in filing its code. This tardiness is not due 
to a lack of willingness on the part of the operators in the 
industry to do their share in this great movement of national 
industrial recovery, but is accounted for by the fact that there 
was inadequate national organization and that there is a great 
necessity in this industry, more than in almost any other, for 
a great number of appendices to the code covering local, sec- 
tional and industrial differences throughout the country. 

“It is, for instance, impossible to apply the same conditions 
of labor and fair practice to the local draymen, the interstate 
freight carrier, and the contract carriers such as milk haulers, 
livestock haulers or fruit and vegetable haulers. Every divi- 
sion of the motor carrier industry will have to have its indi- 
vidual section of the code and, inasmuch as rates and tariffs 
as well as labor conditions will be covered eventually, each 
geographical section of the country will have its own distinct 
place in the code. 

“It is anticipated that complete national organization and 
consideration of the code will be had before September 15 and 
such organization and final preparation of a code will be com- 
pleted before the date if at all possible. The American High- 
way Freight Association, through its offices in Washington, 
D. C., is doing its utmost to hasten the organization of the 
industry and to promote the completion of its code.” 

Officials of the national recovery administration in charge 
of matters relating to codes of fair competition for the high- 
way transportation industry take the position that the code for 
the motor truck part of the industry should cover common car- 
riers, contract carriers, and privately owned motor fleets. 


Adoption of a code covering only common and contract car- 
tiers, they hold, would result in such carriers being driven into 
the fold of the privately owned motor fleets and that such a 
code, therefore, would be a futile thing. 


The national recovery administration issued a statement 
that, in reply to an inquiry made through Roy F. Britton, direc- 
tor of the National Highway Users’ Conference, Deputy Admin- 
istrator Malcolm Muir said, in considering a code to cover the 
motor truck transportation industry, “such a code must be sub- 
mitted by a body which is truly representative of the trucks 
operated in competitive hauling of goods or freight as common 
carriers, contract carriers, or privately owned fleets.” 


The tentative code of fair competition now being circulated 
by the American Highway Freight Association defines the scope 
of the industry covered as follows: 


The industry on behalf of which this code is filed is that which 
consists of the carriage of property for hire by means of motor trucks, 
drays and teams. Such expression “carrier of property for hire’ in- 
cludes such carriage not alone between places in the same or con- 
tiguous municipalities but additionally such carriage from one com- 
munity or area to another. The expression also includes any carriage 
of property by any other industry which engages in such carriage of 
Property for hire for others than itself. It also includes merchants 
hauling their own property but receiving payment for such hauling. 
It shall also include the owner of a truck or dray who leases it or 

lres it out to another industry but who retains any responsibility 
for the safety of the property transported. 
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Representatives of the American Highway Freight Asso- 
ciation were to discuss with Deputy Administrator Muir the 
question as to the code covering privately owned fleets. 

Additional light on the attitude of national recovery admin- 
istration officials with respect to a code of fair competition for 
highway freight transportation was obtained with the circula- 
tion of a letter sent by Deputy Administrator Muir to Mr. 
Britton, director of the National Highway Users’ Conference. 
In this letter Deputy Muir expressed the hope that the state 
truck associations would appoint some member from each state 
“who will truly represent the entire motor truck field and who 
collectively will formulate a general motor truck code.” 

In view of the fact that the American Highway Freight As- 
sociation is holding itself out at this time only as a spokesman 
for the for-hire truck operators, Deputy Muir’s letter was con- 
strued as meaning that he believed another organization should 
result from action to be taken by the state truck associations 
which would represent all kinds of trucks. 

At the same time the American Highway Freight Associa- 
tion was proceeding with its activities in behalf of preparation 
of a final code for the for-hire operators. Charles E. Cotterill, 
counsel of the association, conferred with Deputy Muir and his 
assistant, S. R. Truesdell, July 25. At this conference the ques- 
tion of the common carrier, contract and private carriers be- 
ing covered in one code, was discussed. It was understood that 
the freight association group took the position at that time 
that it should proceed with its representation of the for-hire 
group. Mr. Cotterill informed Mr. Muir that the association 
would be happy to confer with any group separately represent- 
ing solely private carriers. 

The National Highway Users’ Conference sent out Deputy 
Muir’s letter to Mr. Britton accompanied by a bulletin, reading 
as follows: 


Recovery administration policy on highway freight transportation 
code. 

Inasmuch as a number of our groups will be interested in the 
provisions of the code to govern highway freight transportation, we 
inquired of the national recovery administration as to its policy in 
dealing with such a code. 


We enclose copy of a letter received today from Malcolm Muir, 
deputy administrator. 


It is indicated that one code covering all types of highway freight 
transportation is desired and that the organization which formulates 
such code shall be representative of the ‘‘so-called ‘for hire’ groups 
consisting of common carrier and contract carrier truckers, and the 
much larger numerical volume of privately owned trucks operating 
over the highways.” 

The National Highway Users’ Conference will not participate in 
the preparation of a code, nor will it. attempt to promote an organi- 
zation to formulate such a code. 

This information is issued for the guidance of those concerned 
and we strongly urge that immediate steps be taken to comply with 
the suggestion that ‘‘the state truck associations * * * * will in the 
near future appoint some member from each state who will truly 
represent the entire motor truck field and who collectively will for- 
mulate a general motor truck code.” 

Immediate action is necessary. 


Deputy Muir’s letter to Mr. Britton follows: 


In reply to your letter of July 24 requesting advice as to the pro- 
visions of a code to govern highway freight transportation. 

It is not necessary to review for you the various events of the 
past few weeks in regard to the formation of a national motor truck 
association. We had hoped, and I am sure that General Johnson is in 
accord with me on this, that as a result of the meeting which was 
held in Chicago recently we would have had before this a tentative 
code for our inspection covering all types of highway freight trans- 
portation. When I say highway freight transportation I include the 
so-called for hire groups, consisting of common carrier and contract 
carrier truckers, and the much larger numerical volume of privately 
owned trucks operating over the highways. 

We are not, of course, in a position to dictate who shall submit 
codes and wish to avoid any inference to that effect, but we are 
very hopeful that the state truck associations, which I am given to 
understand represent all types of users of motor trucks, will, in the 
near future, appoint some member from each state who will truly 
represent the entire motor truck field and who collectively will for- 
mulate a general motor truck code. If you can broadcast this I 
think that it will be truly helpful to the cause, as we can See possi- 
bilities of a situation arising where part of the highway freight trans- 
portation industry would be governed under a code which, because of 
competitive conditions, might be absolutely destructive to them. 


“The ‘for-hire’ truck operators in this country are now 
engaged in and have nearly finished the great task of effectuat- 
ing their own independent and completely separate national 
organization,” said Mr. Cotterill. “The American Highway 
Freight Association was chosen for such purpose at a general 
meeting in Chicago July 11-12, consisting of delegates from 
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most of the local truck organizations in the country. Such 
conclusion was Virtually unanimous. The tasks ahead include 
the immediately pressing matter of formulating a code of fair 
trade practices and labor provisions under the national indus- 
trial recovery act. Before long the further task of participating 
in the setting up of a permanent system of federal truck regu- 
lation will be undertaken under the auspices of Mr. Eastman, 
the rail coordinator, who is charged with the duty of prepar- 
ing a plan of regulation of all transportation agencies for the 
President of the United States. 


“The ‘for-hire’ truck operators are fully determined to 
function under the national industrial recovery act as an ‘in- 
dustry’ which may be regarded as a public utility. The Amer- 
ican Highway Freight Association is the accepted agency of 
such industry. Of course, many manufacturers, wholesalers and 
retailers operate trucks of their own, generally for local distri- 
bution of their products. Such ‘private’ trucking operations 
are practically plant facilities. Nevertheless, the ‘for-hire’ car- 
riers have a keen interest in seeing to it that their competitive 
equilibrium with the private trucks and with the railroads shall 
not be materially altered under either the recovery act or any 
other legislation. 


“Mr. Muir, in order to assist application of the recovery 
act to the various trucking operations, has kindly taken notice 
of such competitive situation and has suggested that some plan 
be developed by which any code approved by the President for 
trucking shall be applicable both to the carrier for hire and the 
private carrier. The wisdom of this suggestion is fully appre- 
ciated by the for-hire operators and they are proposing a choice 
of several methods by which it may be accomplished, but the 
American Highway Freight Association, in my opinion, will 
not yield to any suggestion from any quarter, whether official 
or not, that it lose its identity as the designated agent for the 
‘for-hire’ truck industry or merge it into any other organiza- 
tion which would include private trucks. This was fought out 
and settled at the Chicago meeting. It is to be regretted that 
a few of those who attended such meeting were disappointed 
with the outcome and have undertaken to influence the national 
recovery administration to interfere with these internal organi- 
zation matters contrary to the general policy of such admin- 
istration. But I feel sure that in the course of a very short 
time it will be fully realized in all quarters that no longer 
is the question open under the recovery act or any other as 
to whether the ‘for-hire’ operators constitute a public utility 
industry which will determine its own policies and conduct its 
own affairs. Its competitive relationships, both with private 
carriers and railroads, will be guarded in all proper ways.” 

J. L. Keeshin, president of the American Highway Freight 
Association, after a meeting of the directors and officers of the 
association, announced that it was resolved to inform the na- 
tional recovery administration as follows: 


1. The American Highway Freight Association hopes that what- 
ever code or codes may be sanctioned by the President for applica- 
tion to the different types of truck and team operators will apply 
alike to all types of such operators in so far as the same matters 
concern all such operators. 

2. As a constructive suggestion to produce that result along 
cooperative lines it is believed advisable for the private truck opera- 
tors in each state to bring about at once through their local associa- 
tions the election of a single private truck operator from each state 
to authoritatively represent such private operators in a meeting, with 
the directors and officers of the American Highway Freight Associa- 
tion to attempt to arrive at a common agreement as to those pro- 
visions of a code or codes which are of mutual importance to the for 
hire and private operators. 

3. That such meeting will determine the best method of express- 
ing the outcome of such meeting. 

4. We assure the administration that we are proceeding with 
the utmost dispatch to secure the election of directors from each state 
representative of the for hire operators as agreed in Chicago for the 
purpose of negotiating a code. 






This action was taken following long discussion of the situa- 
tion arising out of the position taken by Deputy Administrator 
Muir in his letter to Mr. Britton of the National Highway Users 
Conference. 


In addition to Mr. Keeshin there were present at the meet- 
ing E. J. Buhner, vice-president; E. J. Arbour, secretary; W. E. 
Humphreys, treasurer; Joseph R. Preston, executive secretary; 
H. C. Davis, H. J. Seidenburg, C. P. Cartwright, L. S. Ridell, 
L. W. Selfe, Leon St. Jean, Percy Arnold, H. R. Duffy, R. W. 
Farnwell, R. A. Anderson, C. S. Howard, M. Tucker, M. S. Denny, 
E. R. Dunley, Roy Steller, L. W. Sheirmer, Robert K. Carter, 
T. V. Rogers, George Bertuccio, H. H. Follmer, Joe Whinney, 
Joe Davidson, J. H. O’Zee, W. F. Mulladay, George Cowan, and 
James H. Ziegler. 


Mr. Preston conferred with officials of the recovery admin- 
istration July 27. Representatives of the association also had 
conferred with them the preceding day. 

R. C. Fulbright, chairman of the legislative committee of 
the National Industrial Traffic League, called on Deputy Muir 
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July 27. He said he was interested in obtaining informatio, pntras 
with respect to the private truck and the proposed code. dustr’ 
The situation with respect to the code for the motor trans. and 
portation industry seemed at the time to have resolved itself lated 
in a contest between those having to do with trucks who favo; woud 
federal regulation and those who are opposed to federal regula. spons 
tion. At least one spokesman for one type of truck operation 
said that was the crux of the matter. Some of those opposing 
regulation asserted they did not wish to see the national recoy. 
ery act made the vehicle for bringing federal regulation—that 
had not been obtained under separate legislation enacted by 
Congress—into effect. The American Highway Freight Asgo. 
ciation has taken a position in favor of federal regulation. 
Deputy Administrator Muir, in a letter July 28 sent to C. 
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Cotterill, said that, in his letter to Mr. Britton, he had expresse; the ) 
the opinion that it was for the best interest of the motor rans. od 
portation industry to present a code that covered all forms of “WF 
truck transportation, including common carriers, contract Car. “a 
riers, and privately owned fleet operators. acm 

“T want, however,” continued Mr. Muir, “to emphasize agai min 





the opinion that I have previously expressed—that the decision 
as to what is for the best interest of the industry should be 
made by the industry itself. 

“Whenever any trade association purporting to represent the 
industry or a subdivision of it files a code with the administra. 
tion, I shall then take every proper step to ascertain the facts 
as to the truly representative character of that association.” 


MOTOR HOURS OF LABOR 


“Reiterated and Widely circulated charges that commercial 
highway transportation is an outstanding example of those en- 
terprises in which no serious effort has been made to regulate 
the hours of labor are refuted by analysis of a survey just 
made by the National Highway Users’ Conference,” says Roy 
F. Britton, director of that organization. “It is misleading for 
the public to assume that no thought has been given to the 
question of hours of labor. The survey just completed shows 
that the hours of labor have been definitely fixed in 39 states; 
in approximately two-thirds by the state legislatures and in the 
remaining third by commission regulations. In 16 states the 
allowable period of continuous service is fixed at 10 hours, in 
14 at 12, in 3 at 14, in 4 at 8, and in one at 7 and in another 
at 13. 

“Safety was the determining factor in bringing about a 
limitation of the hours of service. Unemployment is the factor 
now being considered by the national recovery administration. 
It is argued that if the hours of service already specified in a 
great majority of the states are further curtailed, it will nat- 
urally result in the further spread of work. If new schedules 
are fixed it may be assumed that the operators of commercial 
motor vehicles will cooperate as heartily as they did in those 
states where the principal motive was the maintenance of higher 
standards of efficiency resulting from the reduction of the 
hours of continuous service.” 

The survey shows that North Carolina is the one state 
which has fixed 7 hours*as the maximum period of service. 
Ohio, Oklahoma and Texas placed the maximum at 14 hours, 
Virginia at 13 hours and Alabama, Indiana, Utah and Idaho at 
8 hours. The states in which 10 hours is fixed as the maximum 
are: Arizona, California, Colorado, Georgia, Illinois, Massachu- 
setts, Michigan, Missouri, Montana, New Mexico, New York, 
North Dakota, Oregon, South Carolina, Washington and Wyon- 
ing. Those states in which 12 hours was agreed upon as a 
maximum period of service are: Arkansas, Connecticut, Florida, 
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Iowa, Kansas, Kentucky, Maine, Minnesota, Mississippi, Ne 2 
braska, Nevada, New Hampshire, Rhode Island and South 1 
Dakota. f 
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BUS OPERATORS’ CODE 


The National Association of Motor Bus Operators has sent 
to passenger motor carriers a code of fair competition for the 
motor bus industry. A meeting of bus operator representatives 
to consider the code will be held at the Willard Hotel in Wash- 
ington, July 31. John M. Meighan, secretary-treasurer of the 
association, said operators who could not arrange to be repre 
sented at the meeting should make their views on the code 
known to the association by mail. 

The code provides for filing as a supplement thereto 4 
schedule of tariffs applying to transportation between the prin- 
cipal cities and towns of the United States and the observance 
by carriers of the charges specified. This schedule of tariffs 
will be compiled at a meeting to be hald in Chicago or some 
other central point at a time to be decided upon at the Wash- 
ington meeting, according to Mr. Meighan. 

“Motor bus transportation,” it is stated in the code’s decla- 
ration of policy, “is generally a combination of interstate and 
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intrastate transportation, carried in the same vehicle. 
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The in- 
justry is locally regulated in forty-seven of the forty-eight states 
and the District of Columbia. Interstate operation is unregu- 
lated as to transportation for hire. Competitive rates and prac- 
tices exist in this field without regard to cost or operating re- 
sponsibility. Uniformity of rates does not exist. 

“Competitive steam railroad passenger transportation is 
generally conducted at a recognized loss, at tariff rates which 


are unstable and unfair from a competitive standpoint and with- 


out relation to required revenues to meet operating expenses 
and taxes. The railroads are sustained in their financial] diffi- 
culties by governmental loans not available to their competitor, 
the motor bus industry. It has been authoritatively declared 
that steam railroad passenger transportation is not subject to 
the control of the national recovery administration. Coordina- 
tion of the regulation of steam railroad passenger transportation 
with the purposes or the declared policy of the national indus- 
trial recovery act must be accomplished to enable the effective 
administration of this code.” 

As to wages and hours of service the code provides for a 
minimum wage of $15 a week except for porters, cleaners, ap- 
prentice mechanics, apprentice drivers and casual or part-time 
employes, and a schedule of hours not in excess of “an average 
for the year of 54 hours per week,” except as to all supervisory 
employes, porters, watchmen, baggage checkers, and janitors. 

The code declares that in order to make the code effective 
“and because of destructive rate or price cutting” it is essen- 
tial to license passenger motor carriers pursuant to section 4 (b) 
of the national industrial recovery act, and it is therefore rec- 
ommended that all passenger motor carriers be licensed pur- 
suant to such regulations as the President may prescribe. 

On the subject of employe representation the code declares 
that employment in the industry is open to capable workmen 
without regard to their membership or non-membership in any 
labor organization, and that the motor bus industry ‘firmly be- 
lieves that the unqualified maintenance of that principle is in the 
interest of its employes.” 

Compliance by operators with bond or insurance require- 
ments of states is provided for. 








ROLLING STOCK ADDITIONS 


Class I railroads of the United States in the first six 
months of 1933 placed in service 1,251 new freight cars, ac- 
cording to the car service division of the American Railway 
Association. 

In the same period last year, 1,927 new freight cars were 
placed in service. 

The railroads on July 1 this year had 1,205 new freight 
cars On order compared with 1,951 on the same day last year. 

The railroads placed one locomotive in service in the first 
a this year compared with 84 in the same period in 

New locomotives on order on July 1 this year totaled one 
compared with six on the same day last year. 

Freight cars and locomotives leased or otherwise acquired 
are not included in the above figures. 





CONDITION OF EQUIPMENT 


Class I railroads on July 1 had 316,107 freight cars in need 
of repair or 15.4 per cent of the number on line, according to 
the car service division of the American Railway Association. 

This was an increase of 12,349 cars above the number in 
need of repair on July 1, at which time there were 303,758 or 
14.7 per cent. 

Freight cars in need of heavy repairs on July 1 totaled 
226,889 or 11.1 per-cent, an increase of 8,627 cars compared 
with the number in need of such repairs on June 1, while 
freight cars in need of light repairs totaled 89,218 or 4.3 per 
cent, an increase of 3,722 compared with June 1. 

Locomotives in need of classified repairs on July 1 totaled 
11,203 or 22.2 per cent of the number on line. This was an 
increase of 100 compared with the number in need of such 
repairs on June 1, at which time there were 11,103 or 21.9 per 
cent. 

_ Class I railroads on July 1 had 6,742 serviceable locomotives 
In storage, compared with 8,056 on June 1. 


WAREHOUSEMEN’S CODE 


_ Representatives of the merchandise division of the Amer- 
ican Warehousemen’s Assoeiation, headed by Elmer Erickson, 
of Chicago, Ill., chairman of the industry recovery committee of 
the merchandise division, conferred with national administra- 
tion recovery officials this week with respect to preparation of 
a code for the merchandise warehousemen, A code will be pre- 
pared and submitted to the warehousemen with the hope that 
it may be finally approved for submission to the national recov- 
ery administration by September 1. 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
I nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in answer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide knowl- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work, 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 
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Tariff Interpretation—Application of Classification Exception 
Rating Under Alternative Provision of Tariff Under Which 
Ratings Governed by Western Classification Alternate With 
Ratings Governed by Official Classification 
Illinois —Question: We will appreciate your opinion regard- 

ing a rate discussion we are having with a carrier on a less- 

than-carload shipment of sulphate of ammonia (fertilizer mate- 
rial), in bags from Chicago, Illinois, to Barksdale, Wisconsin. 

The carrier has assessed our customer 73 cents per 100 
lbs., plus 2 cents emergency charge, or 75 cents per 100 Ibs., 
which is the fourth class rate from Chicago to Barkesdale, 

Wisconsin. We agree with the carrier that this commodity 

is rated fourth class, but in referring to Item 1280, of Agent 

Boyd’s Tariff No. 207-D, I. C. C. A-2379, “Exceptions to Western 

Classification,” we find that sulphate of ammonia, “dry,” in 

bags, is rated one and one-half times the class E rate, which 

is 23 cents per 100 lbs.; this will produce a rate of 34% cents 
per 100 lbs., as provided in section 1 of Agent Boyd’s Tariff 

No. 230, I. C. C. A-2202. However, this tariff is a three section 

tariff having alternative applications, and the carrier contends 

that we must be governed by Rate Basis No. B-59, as shown 
on page 382, which provides a fourth class rate of 39 cents per 

100 lbs., with 2 cents added for emergency charge, makes a 

total of 41 cents per 100 Ibs. 


It is our contention that when the exceptions remove the 
fourth class rating and place this commodity in Class E “One 
and one-half times” they cannot return to the fourth class 
minimum, provided in section three of the above tariff. 


Answer: In Section 1, of Western Trunk Line Tariff No. 
230, Agent Boyd’s I. C. C. A-2202, a rate of 73 cents per 100 
pounds is published on 4th class from Chicago, Ill., to Barkes- 
dale, Wis. This 4th class rating is governed by the Western 
Classification. 


In Section 3 of this tariff a 4th class rate of 39 cents is 
published to the same points, this rate being governed by the 
Official Classification. 

The application for Section 1 of the tariff provides that 
if the charge accruing under Section 2 of this tariff is lower 
than the charge accruing under Section 1 on the same ship- 
ments via the same route the lower charge accruing in Section 
2 will apply, except that, if the charge accruing under Section 
3 of the tariff is higher on the same shipment via the same 
route, the higher charge accruing under Section 3 will apply. 

The application for Section 3 provides that if the charge 
accruing under Sections 1 and 2 is higher than the charge 
accruing under this section on the same shipment via the same 
route, the higher charge accruing under Section 1 or 2 will 
apply. 

Item 25 of the tariff, in paragraph (a), states that the lst 
class (column 100) rates shown in this tariff apply on articles 
which are rated Ist class in the Western and Official Classiti- 
cations, and will also be used to determine the rates on articles 
rated higher than Ist class, e. g., 14% times Ist class; 2 times 
Ist class, etc. 

As you state, W. T. L. Tariff 207-D, Agent Boyd’s I. C. C. 
A-2379, which tariff is referred to on the title page of W. T. L. 
Tariff 230, Agent Boyd’s I. C. C. A-2202, provides for a rating of 
1% times‘the class E rate on sulphate of ammonia, dry, in 
bags, L. C. C. 

Inasmuch as the applications for sections both 1 and 3 pro- 
vide that the higher rate, whether published in Section 1 or 
Section 3, is the applicable rate and no exception is made as to 
articles which take percentages of class rates, we are of the 
opinion that the carriers are correct in their contention that 
the applicable rate is the 4th class rate of 39 cents, published 
in Section 3, to which rate the emergency charge of 2 cents 
per 100 pounds is to be added. 
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Tariff Interpretation—Application of Section 4 of Rule 10 of 
Classification to Through Rate Based on Factors to and 
From Basing Point 
Massachusetts.—Question: Will you kindly give us your 

opinion, also any Interstate Commerce Commission decisions 

you have applicable to the following case: 

A shipment of 65,014 lbs. of wire roping and 2,830 lbs of 
wire rope fittings moved from point A to point C via point B. 
The entire shipment moved on a combination rate of 43 cents per 
100 pounds, as per Item 2067 of Agent Sedgman’s Tariff I. C. C. 
206, to point B, and 85 cents beyond on wire rope, as per 
Item 6595 of Agent Sedgman’s I. C. C. 206, and $1.22 per 100 
pounds, the fourth class rate on rope fittings, as per Agent 
Sedgman’s Tariff I. C. C. 206, or a through rate of $1.28 per 
100 pounds on wire rope and $1.65 per 100 pounds on wire 
rope fittings. 

The delivering carrier contends that if Section 4, of Rule 
10, is used, this rule governs the entire rate and that there is 
absolutely no authority for applying Section 4, Rule 10, against 
one portion of the alleged through rate and omitting to do so 
against the other portion. 

We are of the opinion that the application is in order. 
Kindly advise whether or not the carrier is correct in his 
assertion that the fact that the rates used in the combinatoin, 
being published in Sedgman’s Tariff 206, must be considered 
as a through rate and prevents the application of Section 4, 
of Rule 10. 

Answer: As we understand, the question involved is whether 
the mixed carload commodity rate of 42 cents on wire rope and 
wire rope fittings from point A to point B, plus the carload 
commodity rate of 85 cents on wire rope and the class rate 
of $1.22 on wire rope fittings, subject to Section 4, of Rule 10 
beyond point B, can be applied on the shipment, or whether 
charges must be assessed on the carload commodity rate of 
43 cents to point B and the carload commodity rate of 85 cents 
beyond point B on the wire rope, and the less-than-carload 
class rate to point B and the less-than-carload class rate of 
$1.22 beyond point B on the wire rope fittings. 

We can locate no decision of the Commission which is spe- 
cifically in point, but it is our opinion that charges should be 
assessed on the lower basis, namely, on basis of 43 cents to 
point B on wire rope and wire fittings, and 85 cents beyond 
point B on wire rope, and $1.22 beyond point B on wire fittings. 

The fact that the factors of the through rate are published 
in the same tariff does not, in our opinion, preclude the use 
of factors which would be applied were there no provisions 
for both factors in the same tariff, that is, the factors to and 
beyond point B. 


Tariff Interpretation—Application of Rule 6 of Classification 


Massachusetts.—Question: The Consolidated Freight Classi- 
fication, in Rule 6, provides for the method of marking pack- 
ages when shipped by freight. It requires that the name of 
one consignee and one destination be shown. 

There is nothing in this rule, however, which specitically 
requires that shipping tags or labels show the name or the 
address of the shipper. 

Rule 7, however, provides that the name of only one ship- 
per, one consignee, and one destination shall appear on a 
shipping order or bill of lading, but this rule also does not 
Say anything about the name or address of the shipper appear- 
ing on the shipping tag or label attached to the package. 

Note 2, of Rule 6, does state, however, that the marks on 
bundles, packages, or pieces, must compare with the shipping 
order or bill of lading and corrections, if necessary, made by 
the shipper or his representatives before receipt is signed, from 
which it might be inferred that inasmuch as the bill of lading 
requires the name of the shipper and the address of the sta- 
tion at which goods are received by the railroad that the 
shipping tag or label attached to the package should also show 
the same information. 

In the interest of saving expense where shipments are made 
in the name of two or three different selling companies, although 
manufactured by one parent company, the question has been 
brought up that inasmuch as the Consolidated Freight Classi- 
fication is silent as to showing the name of the shipper and 
address on the tags or labels attached to the packages, that 
a local address would suffice without showing the name of the 
shipper, and that if this can be done, the necéssity of having 
several different labels printed could be eliminated, and one 
label used no matter which selling company was actually the 
shipper. 

My interpretation of this question is that the shipping tags 
and labels must conform with the name and address of the 
shipper as shown on the bill of lading, but in view of the 
indefiniteness of the classification with respect to this, the 
thought has been expressed that my intrepretation is purely 
technical. 


The Traffic World 


Vol. LII, No, 5 


I am unable to locate any Interstate Commerce Commissioy 
or court decision with respect to the question as to whether oy 
not a plain street address with no name of shipper is all that is 
required to be shown on a tag or label to be attached to the 
packages, and I would be glad to have you advise me whether 
or not, in your opinion, my position is the correct one, and also 
give me any reference to cases decided, if any, on this partic. 
ular subject. 

Answer: As you state, neither Rule 6 nor Rule 7 specifically 
provide that shipping tags or labels must show the name or the 
address of the shipper. The fact that Note 2 of Rule 6 states 
that the marks on bundles, packages or pieces must be compared 
with the shipping order or bill of lading and corrections, jf 
necessary, made by the shipper or his representative, before 
receipt is signed, does not, in our opinion, raise the inference 
that the name of the shipper and his address must be shown on 
the shipping tags or labels. As we read this note it has rela. 
tion to the comparison of the name of the consignee and the 
destination which is to be shown on the shipping tags or 
labels with the like information in the bill of lading or shipping 
order. 

The fact that paragraph A, of Section 2, of Rule 6, speaks 
only of showing the name and address of the consignee on 
shipping tags and labels, in our opinion, shows that paragraph 
C, of Section 2, of Rule 6 relates only to the same information, 
that is, that the marks on the bundles, packages or pieces, which 
are required under paragraph (a), of Section 2, must be com. 
pared with the information of the same character which is 
shown on the bill of lading and corrections, if necessary, made 
by the shipper or his representative before receipt is signed, 
Tariff Interpretation—Application of Rule 20 of Classification 

INinois—Question: I would appreciate your referring to the 
Commission’s decision in Barker Brothers, Inc., vs. So. Pac. 
et al., 192 I. C. C. 537, and advise us whether or not the de 
cision has the effect of practically, if not entirely, nullifying 
Rule 20 of the Classification. In particular the expression of 
the Commission that “This amounts to penalizing the shipper 
simply because he used one bill of lading instead of two, which 
is unreasonable” seems to be so contrary to their previous 
findings in connection with Rule 20 that I would appreciate your 
advice as to just in what instances Rule 20 has application and 
in what instance it may be disregarded. 

It seems that the experienced traffic man will have to give 
an entirely different and new interpretation to Rule 20 than 
heretofore, and it certainly leaves quite a doubt in our minds 
as to just what effect this decision will have on the application 
of Rule 20. 

Answer: While the application of Rule 20 is a rather con- 
fusing matter, it is not our opinion that the Commission has, 
in its decision in the case to which you refer, nullified the 
application of this rule ig a proper instance. 


As the rule is interpreted by the Commission in Kierluff 
& Ravenscroft vs. Missouri Pacific R. Co., 167 I. C. C. 169, 
which case is the basis for the decision in Barker Bros., Inc. 
vs. Southern Pacific Co., 192 I. C. C. 537, the application of 
Rule 20 to a shipment is dependent upon whether the parts 
or pieces aggregating the shipment form a given number of 
complete sets, and were sold as such. 

The following statement of the Commission in Kierluff & 
Ravenscroft vs. Missouri Pacific R. Co., 167 I. C. C. 169, seems 
to us to point to this conclusion. In this case the Commission 
said: 


The complainants contend that each of these loud speakers should 
be regarded not .as a separate article, but as an integral part of 
one of the receiving sets and the sets and speakers together should be 
rated as an electrical appliance, not otherwise indexed by name, 
in accordance with rule 20 of the classification which reads: 

“Parts or pieces, constituting a complete article, received as 
one shipment, on one bill of lading, will .be charged at the rating 
provided for the completed article.’ : 

This contention is sustained by authority of Classification of Radio 
Sets, 102 I. C. C. 140, decided August 14, 1925, in which it was found 
that: 

“Where a set is designed for the reception of tubes or a_ loud 
speaker, or both, and those parts, or either of them, are shipped 
with the set, whether installed or separately packed, the whole con- 
stitutes a single electrical appliance, and must be rated as such.” 

As stated, this case involves the sole question of the applicability 
of the rate assessed. The above decision is controlling in regard to 
that matter. However, this record does not show whether the 
aggregation of sets, tubes, and speakers, or of sets and speakers, 
comprised in these shipments, were bought or sold as a given num- 
ber of complete sets. 


See, also, to the same effect, Simmons Company vs. C. & 
N. W. Ry. Co., 155 I. C. C. 763. 


Damages—Delay in Transit Resulting in Loss from Market 
Decline and Injury to Goods 

Ohio.—Question: A shipper in Oregon sold a car of apples, 

in boxes, F. O. B. shipping point, to a party in Ohio. The car 

arrived at destination considerably overdue and, as a result, 

showing more or less decay. During the delay there was 4 
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market decline and the consignee, on account of the damaged 
condition of the shipment, refused to accept it. The shipper 
was compelled to resell on a delivered basis, which, after the 
payment of freight charges, is considerably less than the 
original F. O. B. sale price. 

Assuming the conditions to be as above, except that the 
shipper makes the purchaser an allowance, what is the meas- 
ure of damages. 

Answer: For unreasonable delay in the transportation of 
goods the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made, and their market value when 
delivery was actually made. 

If injury to the goods results from unreasonable delay in 
transportation, the shipper may recover not only the difference 
in the market value thereof, at the time they were delivered 
and at the time they should have been delivered, but he is 
entitled also to recover damages for the injury to the goods. 

Interest on the value of the shipment during the time of the 
unreasonable delay is recoverable as damages under many 
decisions, While unpaid freight is to be dedueted from the 
amount of damages, as the owner receives the advantage of 
the transportation. The measure of damages would be the 
same where an allowance is made to the purchaser. 

Liability of Carrier for Loss of Goods From Open Top Equipment 

Indiana.—Question: Please let us have your opinion re- 
garding the liability of the carrier, under the following circum- 
stances: 

A shipper loaded upon a flat car 41,000 pounds of boiler, 
showing this weight on the bill of lading. With this shipment 
was included one box of gauges, weighing 75 pounds, the 
gauges being an accessory essential to the operation of the 
boiler. There was also loaded on the flat car a quantity of 
fre brick which hid the box of gauges from view. 

When the car arrived at destination the box of gauges was 
missing. 

Answer: If a carrier accepts for transportation in open top 

equipment goods which because of their value and susceptibility 
to pilfering should, in its opinion, have been loaded in closed 
cars, the carrier is, as Wwe see it, liable in damages for any 
loss of goods from the car which does not come within one 
of the recognized exceptions to the carrier’s liability. This, 
notwithstanding the fact that, in our opinion, a carrier may 
refuse to accept such goods in open top equipment except where 
a release is executed for the reason that the nature thereof 
is such as to make the shipment in closed cars a precaution 
which the carrier may, under its right to make and enforce 
reasonable regulations for the conduct of its business, rea- 
sonably insist upon. 
The liability of a carrier being practically that of an insurer, 
it may, we believe, lawfully insist upon the loading of goods, 
which, because of their value and susceptibility to pilferage, 
materially increase its risk, in cars which afford a greater pro- 
tection against theft than open top equipment, but if it accepts 
such goods without exception in such equipment it may, in our 
opinion, be held liable for the loss of the goods. 

It is not clear whether in the instant case the carrier is 
chargeable with notice of the loading of the box of gauges on 
the car with the boilers, but if so, the carrier is, in our opinion, 
liable in damages for the loss thereof. See O. N. M. & P. Ry. 
Co. vs. H. M. S. Drilling Co., 229 Pac. 420, in which case the 
court said: 


: Going first to the claim of contributory negligence of the plaintiff 
in accepting an open top coal car for loading the shipment of oil 
pie supplies, the receiving carrier by experience and observation is 

amiliar with the conditions under which a certain shipment must 
move over its line of railway and connecting carriers to its destina- 
a It is reasonably advised of the dangers of loss to which the 
8 ipment is exposed by varying causes. The carrier is in a better 
Position to judge the manner and method best suited for the trans- 
portation of the shipment than the consignor or consignee. There- 
— the carrier, having undertaken and accepted responsibility for 
— selection of the kind and class of car in which to load and 
‘ransport the freight, ordinarily no duty rests upon the shipper to 
aspect the car tendered for loading the freight, or in the matter 
od the Selection of the kind or class or car for use in the 
Hesportation of the shipment. If the freight be loaded into and 

ransported in a car unsuited for the service, it is the responsibliity 
oie liability of the carrier. C. C. C. & St. L. Ry. Co. vs. Louis- 
My e Tin & Stove Co. (Ky.), 111 S. W. 358; Blatcher vs. P. B. & W. 
0: Co., 31 App. D. C. 385, 16 L. R. A. (N. S.) 991; Peters vs. N. 

- J. & G. N. R. Co., 16 La. Am. 222, 79 Am. Dec. 578. 


Reconsignment—Liability of Carrier for Delay to Shipment 

Connecticut.—Question: The case in question concerns a 
car of highly perishable traffic moving from the West to New 
England territory via Canadian lines. The car was diverted 
> route to New York City. Through rates from the West to 
yd England territory extend to within about twenty-five miles 
th ew York City, which necessitated a combination rate on 
a above car based on the through rate to the farthest New 
ngland rate point, plus local rate to New York City. 
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When ordering the car diverted to New York City, the car- 
riers waybilled the car to the combination rate basing point, 
thence to New York City, resulting in a forty-eight-hour delay 
on account of the car being set out at the rate basing point. 

Should not this car have moved on schedules published by 
interested carriers from diversion point to New York City, or 
were carriers justified in delaying a car of highly perishable 
traffic forty-eight hours by setting it out at the rate basing 
point merely for the sake of rebilling it? 

A claim for decline in market is involved and we will greatly 
appreciate your opinion, as Well as reference to any similar 
cases. 

Answer: In our opinion, the carrier is liable for such dam- 
age as resulted from unreasonable delay to the shipment in 
question. It is the duty of the carrier to forward a reconsigned 
shipment with reasonable dispatch, and if the shipment is 
unreasonably delayed by reason of negligence on its part, the 
carrier is liable for such injury as results from its negligence. 
See H. Rouw Co. vs. Kansas City Southern Ry. Co., 288 S. W. 
900. In this case it was held that where a shipment was or- 
dered reconsigned and the diversion order was unconditional, 
as we understand was true in the intsant case, and the ship- 
ment was unreasonably delayed by the carrier in carrying out 
the reconsigning order, damages for the unreasonable delay 
in transportation of the goods was the difference between the 
market value thereof at the time and place when and where 
they should have been delivered and the market value when 
they were delivered, with interest. See also Rio Grande & E. 
P. Ry. Co. vs. Roy Campbell, 288 S. W. 539. 


Routing and Misrouting—Liability of Connecting Line for Mis- 
route 

Arizona.—Question: A car of lumber originated at Station 
A on X Railroad consigned to an interstate destination with rate 
of 40% cents inserted in the bill of lading, routed in care of 
Z% Railroad by the shipper; originating agent billed the ship- 
ment, routing to first junction Y Railroad care of Z Railroad 
with 40% cent rate shown on the waybill; the 40% cent rate 
applies via Y Railroad and Z Railroad in connection with an 
intermediate carrier but does not apply via junction at which 
Y and Z Railroads make direct connection. 

Y Railroad made delivery to Z Railroad at the junction 
at which direct connection is made instead of delivery to an 
intermediate carrier to be delivered to Z Railroad, the route 
via which the through rate shown on the waybill and bill of 
lading applies. 

Inasmuch as the billing agent failed to show complete rout- 
ing, but inserted the through rate on the waybill, which carrier 
is responsible for misroute, X or Y? Had the shipment moved 
via the route over which the through rate applies, all carriers 
would have received a line haul. 

Answer: In our opinion, Y Railroad is liable for the mis- 
routing of the shipment in question. In accepting the shipment 
with routing in connection with the Z Railroad and the rate 
of 40% cents, shown in the waybill, it became its duty to for- 
ward the shipment via a route over which the 40% cent rate 
applied. See Duluth & Iron Range Ry. vs. C. St. P. M. & O. 
Railway Co., 18 I. C. C. 485, American Lumber and Export Co. 
vs. A. T. & N. R. R. Co., 42 I. C. C. 259, and Willson Brothers 
Lumber Co. vs. Norfolk Southern Railroad Co., 19 I. C. C. 293. 
Liability of Carrier for Failure to Perform Service Covered by 

Bill of Lading Notation, But Not Tariff Provision 

North Dakota.—Question: We made a shipment to point A 
with stop-over to partly unload at point B. The agent of the 
originating carrier signed our bill of lading and the shipment 
went through. Both rate and route were specified in the bill 
of lading. 

We now discover that there is no tariff provision for the 
stop-over privilege. 

Can the carriers collect from us the local rate from point 
B to point A? 

Answer: Under the Commission’s opinions in Trexler Lum- 
ber Company vs. Director-General, 58 I. C. C. 754, Famechon 
Co. vs. C. B. & Q. R. R. Co., 45 I. C. C. 598, and Pole Stock 
Lumber Company vs. G. & S. I. R. Co., 26 I. C. C. 451, the car- 
rier’s failure to perform a service called for by a bill of lading 
notation placed thereon by the shipper does not make a carrier 
liable in damages, unless the service is one which is held out 
by the carrier under a tariff provision. 

Therefore, the carrier may lawfully collect from you the 
local rate from B to A. 





RAIL LAW COMMITTEE MEETS 


The law committee of the Association of Railway Execu- 
tives met July 27 at Atlantic City to consider proposals to be 
made on behalf of the railroads in connection with Coordinator 
Eastman’s study of the transportation situation looking to legis- 
lative recommendations at the next session of Congress. 
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Milton R. Stahl has resigned from the Missouri public 
service commission to become vice president of the Missis- 
sippi Valley Trust Company, with offices at St. Louis, Mo. 

W. F. Bollman has been appointed general freight agent, 
B. & O., at Pittsburgh, succeeding A. L. Doggett, promoted. 

C. A. Moffett has been appointed freight representative, 
Merchants’ and Miners’ Transportation Company, with head- 
quarters in New York. 

R. R. Unzicker has been appointed acting superintendent 
of transportation, Southern Pacific Lines in Texas and Louisi- 
ana, O. C. Castle having received leave of absence to serve as 
director of the section of car pooling of Coordinator Eastman’s 
staff. 

Leo J. McMillan has been elected president of the Detroit 
Harbor Terminals, Inc. He was formerly executive vice presi- 
dent of the company. 

The following appointments are effective on the Western 
Maryland August 1: W. E. Zirckel, general agent, Pittsburgh; 
E. J. Westine, general agent, Toledo, succeeding Mr. Zirckel; 
A. E. Bourne, general agent, Cincinnati, succeeding Mr. Westine; 
R. E. Miner, commercial freight agent, Chicago. 

Walter M. Wells, formerly assistant to John McAuliffe, 
president of the Isthmian Steamship Company, Inc., has been 
made vice president of the company. 

Jean Tillier, who recently resigned as general manager of 
the French Line in the United States and Canada, has become 
associated with Henry S. Thompson, under the firm name of 
Tillier, Thompson, Inc., to engage in the business of importing 
and distributing wines. 

D. Mayer has been appointed manager mail and express 
traffic, Nickel Plate, with headquarters at Cleveland, effective 
August 1. 
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Doings of the Traffic Clubs 
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The thirteenth annual outing of the Traffic Club of Tulsa 
will be held August 1 and 2. There will be a golf tournament 
at the Oakhurst Country Club August 1, consisting of thirty-six 
holes of medal play without handicaps. Prizes will be awarded. 
The second day, August 2, will be an outing at Sand Springs 
Park, with various games and contests, music, dancing, the 
annual bridge party, and dinner. 


The annual summer outing of the Jamestown Traffic Club 
is scheduled for August 10 at Midway Park, Chatauqua Lake. 


The Traffic Club of Kansas City will have a golf tourna- 
ment at the Wood Hill Golf Club July 29. 


The Junior Traffic Club of Chicago held a golf outing at the 
Westward-Ho Golf Club, Melrose Park, July 27. Dinner was 
served. 

The Transportation Club of Peoria will hold 
outing and picnic August 24. 

The Cincinnati Traffic Club will hold its annual golf tourna- 
ment at the Clovernook Country Club August 22. P. R. Weid- 
man is general chairman of the golf committee and L. E. Sauer 
is in charge of arrangements. Prizes will be awarded. 

There was an attendance of one hundred and fifty at an 
outing of the Worcester Traffic Association at the Wachusett 
Country Club July 13. Visitors from New York, Philadelphia, 
and Buffalo participated in golf and other sports. 


its annual 


George W. Fitch, industrial commissioner, San Francisco 
Chamber of Commerce, will be the principal speaker at a meet- 
ing of the Pacific Traffic Association at the Palace Hotel, San 
Francisco, August 8. His subject will be, “What the National 
Industrial Recovery Act Means to Industry and Business.” Hal 
Remington, chairman of the club legislative committee, will 
report on the latest developments in enforcement of the rail- 
road coordinator bill and there will be entertainment. 


The eleventh annual outing of the Oil City-Franklin Traffic 
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Club has been set for August 17 at the Oakland Beach Pap 
Conneaut Lake, Pa. Golf, swimming, dancing, and other ente 
tainment are on the program, followed by dinner in the eye 
ning at the Oakland Beach Hotel. 
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Docket of the Commission 
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NOTE—items in the Docket marked with an asterisk (*) hay 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than hereiy 
shown will not bear asterisks when they do appear. Cancellation 
and postponements announced too late to show the change in thy 
Docket will be noted elsewhere. 


July 31—Seattle, Wash.—Examiner Smith: 
25647—Henry D. Davis Lumber Co. (Thomas H, Mills, receiver), 
vs. G. N. Ry. et al. 
25946—Northwest Seed Co. vs. 0. S. L. R. R. et al. 
July 31—St. Joseph, Mo.—Examiner Hagerty: 
25080—South St. Joseph Live Stock Exchange vs. A. V. I. Ry. et al 


July 31—Chicago, Ill.—Director Bartel: 
Ex Parte 104, Part 5—Private Freight Cars. Practices of carries 
affecting operating revenues Or expenses. 
1. & S. 3887—Use of privately owned refrigerator cars. 


August 1—Washington, D. C.—Examiner Brinkley: 
—— No. 1178—In re: Valuation of Conemaugh & Black Lick 


August 1—Baton Rouge, La.—Examiner Molster: 

Finance No. 9861—Application Y. & M. V. R. R. et al. for a cer. 
tificate of public convenience and necessity permitting abandon- 
ment 1 the line of railroad extending from Hammond to Coving- 
ton, a. 


August 1—Washington, D. C.—Examiner Lawton: 
Fourth Section Application No, 14761—Sand and gravel between 
Albany, Ga., to Montgomery, Ala. 


August 2—Portland, Ore.—Examiner Smith: 
25428—Beaver Portland Cement Co. et al. vs. 
R. R. et al. 


August 3—Portland, Ore.—Examiner Smith: 
25859—Lorenz Co. et al vs. G. N. Ry. et al. 
August 3—Los Angeles, Calif.—Examiner Flynn: 
a 2 Compress & Warehouse Co. et al. ve, A. T. & S. F, 
y. et al. 


August 3—Montgomery, Ala.—Examiner Molster: 
Finance No. 9860—Application L. & N. R. R. for a certificate of 


California Central 


What Some of Our Clients Have to Say 
About Our Service 


Mr. B. J. Hamm, Manager, Service Dept., 
The Traffic Service Corporation, 
Washington, D. C. 


Dear Mr. Hamm: 

It affords me great pleasure to state that we highly 
value the excellent service you have rendered us in 
the past and which you continue to do. 

In view of the many items of legislation now 
pending, the constant changes taking place in the 
matter of freight rates, etc., I firmly believe your 
service should prove very valuable to both railroads 
and shippers. Your service insures for interested 
parties, information in advance of any other availa- 
ble means, and this is so very essential to the suc- 
cessful determination of many every day problems. 


Yours very truly, 


THE GULF COMPANIES 
(Signed) C. B. ELLIS. 


ooooEEEEEo——————————————£&£{_—aS 
Write us for further information 


The Traffic Service Corporation 


MILLS BUILDING WASHINGTON, D. C. 


huly 29 
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public convenience and necessity permitting abandonment of line 
extending from Prattville Jct. to Prattville, Ala. 


August 3—Tallahassee, Fla.—Railroad Commission of State of Florida: 
* Finance No. 9909—Application F. E. C. R. R. and its receivers for 
permission to abandon its Palatka branch. 

August 3—Washington, D. C.—Examiner Davis: 

* Finance No. 10049—Application Chesapeake & Potomac Telephone 
Co. of West Virginia for a certificate that the proposed acquisi- 
tion of certain telephone properties in West Virginia, owned by 
J. Roy Watson and A. G. Hudkins, will be of advantage to the 
persons to whom service is to be rendered and in the public 
interest. 


August 4—Portland, Ore.—Examiner Smith: 
25894—Dunn & Baker vs. S. P. Co. 
August 7—San Francisco, Calif.—Examiner Flynn: 
25732—-Sevier Commission Co. vs. S. P. & S. Ry. et al. 
25783—Holm Commission Co. et al. vs. S. P. Co. et al. 
August 7—Salt Lake City, Utah—Examiner Smith: 
Fourth Section Application No, 15000—Transcontinental Westbound 
Automobile Rates—Filed by Agents Toll, Jones and Curlett. 


August 8—Salt Lake City, Utah—Examiner Smith: 
25861—-Bennion Gas & Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


August 8—San Francisco, Calif.—Examiner Flynn: 
25694—Garden City Meat Co., Inc. vs. S. P. Co. et al. 
August 9—Salt Lake City, Utah—Examiner Smith: 
< “+ ere Wagon & Machine Co. et al. vs. B. & O. R. 
. et al. 
August 9—Parkersburg, W. Va.—Examiner Molster: 

Finance No. 9875—Application B. & O. R. R. et al. for a certificate 
of public convenience and necessity permitting abandonment of 
on Little Kanawha R. R. from Placid Station to Owensport, 

. Va 
August 10—San Francisco, Calif.—Examiner Flynn: 
25902—-D’ Arrigo Bros. Co. vs. A. T. & S. F. Ry. et al. 
August 10—Salt Lake City, Utah.—Examiner Smith: 

25980 (and Sub. 1)—Idaho Grimm Alfalfa Seed Growers’ Assn. vs. 
A. & R. R. R. et al. 

August 10—Washington, D. C.—Examiner Woodrow: 

Valuation No. 1195—In re: Valuation of F. J. & G. R. R., Glovers- 
ville & Broadalbin R. R., and J. G. & Kingsboro Horse R. R. 


August 11—San Francisco, Calif.—Examiner Flynn: 
25756—C. Swanston & Son vs. Ft. W. & D. C. Ry. et al. 
Fourth Section Application No. 14703—filed by F. W. Gomph—Class 
— commodity rates from and to Great Falls and Black Eagle, 
ont. 
August 14—Denver, Colo.—Examiner Smith: 
25600—and Sub. 1—Amato & Sons, Inc., et al. vs. 
Ry et al. 
August 14—San Francisco, Calif.—Examiner Flynn: 
“oes —_ 1 and 2)—California Packing Corp. 
” Ry. et al. 


A. T. & 8S. F. 


mA. 7.4 = 
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August 15—Denver, Colo.—Examiner Smith: 
ae aie Steel & Iron Works Co. et al vs. A. T. & S. F, Ry, 
et . 
Fourth Section Application No. 14519—Livestock in Western district, 
—Filed by H. G. Toll, agent. 
August 15—Washington, D. C.—Examiner Kephart: 
Valuation No. 1187—In re: Tentative valuation of the properties 
of Indianapolis Union Ry. and Belt Railroad & Stock Yards (Co, 


August 16—San Francisco, Calif.—Examiner Flynn: 
25556—State Terminal Co., Ltd., et al. vs. A. T. & S. F. Ry. et al, 
August 18—San Francisco, Calif.—Examiner Flynn: 

Fourth Section Application No. 15000—Filed by H. G. Toll, T. B, 
Jones, and W. S. Curlett, Agents—Transcontinental westbound au. 
tomobile rates. 

August 22—Dallas, Ore.—Public Utilities Commissioner of Oregon: 
* Finance No. 9988—Application Southern Pacific Co. for permission 
to abandon part of its Monmouth branch in Polk County, Ore. 
August 29—Washington, D. C.—Examiner Smith: 
ourth Section Application No, 15000—Filed by H. G. Toll, B. 7 
Jones and W. S. Curlett, Agents—Transcontinental westbound 
automobile rates. 
September 5—Lincoln, Neb.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. T. & 

S. F. Ry. (and cases grouped therewith) (further hearing). 


September 6—Ashland, Ky.—Examiner Griffin: 
26080—North east Kentucky Coal Bureau vs. C. & O. Ry. 
September 6—Washington, D. C.—Examiner Disque: : 
25812—American Highway Freight Association, Inc., vs. Railway Ex- 
press Agency, Inc. . 
25853—American Highway Freight Association, Inc., vs. Southeastem 
Express Co. et al. 
September 6—Washington, D. C.—Examiner Glover: 
* Fourth Section Application No. 15207 filed by W. S. Curlett. 
September 7—Ashland, Ky.—Examiner Griffin: 
25711—Big Sandy Fruit Co. et al. vs. A. C. & Y. Ry. et al. 
September 7—Milwaukee, Wis.—Examiner Worthington: 
25737—Courteen Seed Co. vs. C. & N. W. Ry. et al. 
25832—Oneida Cedar & Lumber Co. vs. C. & N. W. 
September 7—Pittsburgh, Pa.—Examiner Witters: 
25757—Louis Caplan vs. Pa. R. R. 
25966—John F. Casey Co. et al. vs. Ga. R. R. & Banking Co, 
operated as Ga. R. R. et al. 
September 7—Topeka, Kans.—Examiner Cheseldine: 
23434—Ww. A. L. Thompson Hardware Co. vs. A. T. & S. F. Ry. et al. 
September 7—Belleville, Kan.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Miling Co. vs. A. T. 
& S. F. Ry. and cases grouped therewith (further hearing). 
September 8—Milwaukee, Wis.—Examiner Worthington: 
25838—Barlow & Seelig Manufacturing Co. vs. A. A. R. R. 
September 8—Ashland, Ky.—Examiner Griffin: 
25954—-R. C. Poage Milling Co., Inc., vs. C. & O. Ry. et al. 


Ry. et al. 





Get big truck performance at light truck cost. 
A Semi-Trailer enables you to haul six tons with 
a 1%-ton power unit. Send for booklet 10-A. 
FRUEHAUF TRAILER COMPANY, DETROIT, MICHIGAN 


FRUEHAUF TRAILERS 
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Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 
Quick Dispatch Thru Package Cars 


GENERAL OFFICES: : 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 


Low Rates 


BRACING 
cOoOsTs.. 


Send for this free booklet showing how to brace 
carload freight with steel bands. It describes 
how carload shippers of 123 different products 
save money, time, and prevent damage by this new 
scientific bracing method. Contains scores of 
photographs and detailed information on the brac- 
ing of various loads such as barrels, boxes, crates, 
sheet steel, pipe, tanks, bricks and many others 
— perhaps what you ship. A copy will be 
mailed without the slightest obligation. Write for 
yours today—and see how easily and economically 
Acme Unit-Load will fit your plan of shipping. 


SS ee 


es 2844 Archer 


e O71 
FREE BOOKLET 
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Harbor—30 ft. deep with 1,000 ft. turning basin; 


Get Busy on YOUR Shipping 
143 miles from sea. 


Prog ram and Channel—27 ft. deep; in unobstructed tidal river. 
Docks—5,000 ft. with shipside trackage. 


S H i P Sheds—Sprinkler protected fireproof construction. 


- Grain Elevator—13,000,000 bu. storage. 
vid Accessible to 85% of world’s ocean carriers. 
Port District Railroad connecting with trunk rail- 


T roads serves water front. 
H O U S O N Industrial Area—pavement, water, sewers, power 


and rail facilities. 
To Get the B igges t Value Out of For complete information address: 


YOUR INFLATED DOLLAR! Albany Port District Commission 


74 Chapel Street, Albany, N. Y. 
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LOCATION ¢ The building covers two entire 
blocks, 26th to 27th Streets, | Ith to 13th Avenues. 
From the Lehigh Valley Railroad freight terminal 
on the street level, on up through 18 floors of light, 
airy, efficiently planned space, Starrett Lehigh 
Building offers facilities for manufacture and distri- 
bution in the center of commercial New York with 
direct access to every form of transportation. 


EFFICIENCY © Merchandise handling is simpli- 
fied. Trucks enter the building without street delay 
and are carried on 15-ton high-speed truck eleva- 
tors direct to any floor without turning, where they 
load or unload from convenient pits. Freight ele- 
_ vators are adjacent to platform in rail yard. 


ECONOMY ° Floor space is adaptable for manu- 
facturing purposes, display rooms and offices. 
Cantilever construction gives unobstructed natu- 
ral light on all sides. Floor areas range from 52,000 
to 124,000 square feet, the latter offering 600 feet 
of straight-line production, minimizing floor to floor 
movement and rehandling expense. Smaller units 
may be leased with all necessary changes made 
within ten days. The building 
is completely sprinklered and 
heated. Steam is furnished at 
prevailing rates. 


All-day hospital ser- 
vice. Restaurant, 
news-stand and bar- 
ber shop in the build- 
ing. Fast passenger 
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September 8—Salina, Kans.—Examiner Cheseldine: 
a ee Chamber of Commerce et al, vs. A. T. & S. F. Ry 
et al. 
24560—Metz Packing Co. et al. vs. A. T. & S. F. Ry. et al. 
25792—Lindsborg Milling & Elevator Co., Inc., vs. M. P. R. R. et aj 
24021 and Sub. 1—Cultra Co. vs. A. T. & S. F. Ry. et al. 


September 9—Akron, O.—Examiner Witters: 
25676—Robinson Clay Product Co. vs. B. & O. R. R. et al. 


September 9—Norton, Kans.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A, 1 
& S. F. Ry. and cases grouped therewith. (further hearing). 
September 11—Detroit, Mich.—Examiner Witters: 
25709—Michigan Valve and Foundry Co. vs. Alton R. R. et al, 


September 11—Louisville, Ky.—Examiner Griffin: 
25733—Emmart Packing Co., Inc., et al. vs. B. & O. R. R. et al, 


September 11—Minneapolis, Minn.—Examiner Worthington: 
25365—Yale Oil Corp. vs. C. B. & Q. R. R. 
26004—Chamber of Commerce of Fargo, N. D., et al. vs. A. C, 
Y. Ry. et al. 
24402—Farm Seed Association of North America et al. vs. A, 7 
& S. F. Ry. et al. 


September 11—Wichita, Kans.—Examiner Cheseldine: 
25572—C. B. Team Mule Co. et al. vs. A. C. L. R. R. et al. 


September 11—Dodge City, Kans.—Examiner Konigsberg: 
15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. 7 
& S. F. Ry. (and cases grouped therewith) (further hearing). 


September 12—Detroit, Mich.—Examiner Witters: 
25865—Ford Motor Co. vs. D. T. & I. R. R. et al. 


September 12—Minneapolis, Minn.—Examiner Worthington: 
23770—Elk River Concrete Products Co. et al. vs. C. M. St. P. &P 
R. R. et al. (and cases grouped therewith). 


September 13—Minneapolis, Minn.—Examiner Worthington: 
25675—-Booth & Olson, Inc., vs. C. M. St. P. & P. R. R. 


September 13—Coffeyville, Kans.—Examiner Cheseldine: 
25620—Rea-Patterson Milling Co. vs. St. L.-S. F. Ry. et al. 
25932 (and Sub. 1 to 4, incl.)—Rea-Patterson Milling Co. (Haz. W. 

Read, Jr., and C. O. Ross, Receivers) vs. A. T. & S. F. Ry. et al, 

September 13—Lansing, Mich.—Examiner Witters: 

25156 and Sub. 1—Basic Dolomite, Inc., et al. vs. A. A. R. R. et al, 

September 13—Wichita, Kans.—Examiner Konigsberg: 

15841 and Sub. 1 to 19, incl.—William Kelly Milling Co. vs. A. 7 
& S. F. Ry. (and cases grouped therewith) (further hearing), 


RAIL FUEL COSTS Py 


Total cost of coal and fuel oil consumed by Class I railroads, 
exclusive of switching and terminal companies, in road train 
and yard switching service, in the five months ended with May 
amounted to $60,214,926 as against $73,950,156 for the corre. 
sponding period of 1932, according to compilations made from 
company reports by the Bureau of Statistics of the Commission. 
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SERVE YOUR ORIENTAL 
MARKETS SPEEDILY! 


Not many ships go around “the horn” any more. The 
shorter route via the Panama Canal has been provided 
The route via Seattle is the shortest route from any 
United States port to the Orient and some day, we feel 
safe in predicting, most Oriental freight will be shipped 
via Seattle. 


Seattle is equipped with Port facilities among the most 
modern of any city in the world. Because of the citys 
proximity to the vast Oriental markets, tonnage shipped 
via Seattle has doubled in ten years. Seattle welcomes 
your shipments ! 


For further information write Bell Street Terminal, 
Seattle, U. S. A., for Port of Seattle Year Book 
(illustrated). 


July 
—_—_ 


BUILT TO MEET YOUR 
NEEDS - INVESTIGATE 
AND FIND OUT FOR YOURSELF 


Starrett Lehigh Building 


26th to 27th Streets, Ith to 13th Avenues, New York City 
D. R. CROTSLEY, Manager, 601 West 26th Street 


elevator service. 


“PortSeatile 
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CALMAR LINE 


INTERCOASTAL SERVICE 
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When you sell or buy a cargo or a ship- 
ment to or from the Orient... putting it 


































































S. in ch of AMERICAN MAIL LINE, you . - 
a 7 also peo t worry. Like “Uncle Sam,” the *Calls at Port Angeles direct—scheduled to arrive Sept. 13 
merican Mail Line has won throug Subject to chamas endfer a a 
constant DEPENDABILITY. Steamers, arrival and denastare r oie cake Se See 
An American Mail Line President Liner sails to omit scheduled ports and/or add other ports. 
P. & P from Seattle every other Saturday; one arrives 
in — seat — Tuesday. a yp Cal St hi . 
ular as clockwork. Service augmented by fleet o C 
fast cargo liners to ports of Japan, China and the mar eams ip orporation 
Philippines. Depend on the American Mail Line. Pen ten . 
For informati ly desk No. 6 or information regarding rates, etc., apply to nearest office: 
faz. W, ee ee s MOORE & MoCORMACK CO., INC., Gen. Agts. SWAYNE & HOYT, LTD., Agents 
7. et al, 21 West Street......sseeeeeeees New York Baltimore, Md., 15 8. Gay 8t. sap dente, Gen, tab Ge — 
tag —_ _ SPARS ey Fa sn Chicago, Ill., 140 8S. Dearborn St meres Bidg. eo mber 
. et al, 110 So. Dearborn St.........+--- icago » Whe . . 
. Union Trust Bldg. Arcade....... Cleveland “aa — 544 Boek Building, Wash- Oakland, Cal., ist and Market Sts. 
' : ngton - and Graad River Portland, Ore., 917 Board of Trade Bidg. 
x, T General Freight Office New York, N. Y., 5 Broadway as ca ae. Os Geer cee 
740 Stuart Building............+-+- Seattle Philadelphia, Pa., Bourse Bidg. Matson Bidg. 
Pittsburgh, Pa., Oliver Bidg. - Seattle, Wash., 1519 Railroad Ave., South 
Regular Piers 
Atlantic Coast Pacific Coast 
Les Angeles Harber...Berth 145, 
wee 8 % Cue Cutagie. Ochiand ecccccccscces Howard — 
MAIL LINE - oo Portland, Ore......... Ne. | Oceanle Terminal 
= ‘ San Franeiseo........ Pier No. 46-B 
= 76 offices in 22 countries at your service Philadelphia—Pler 27-N, Reading Ce. = Seattle ............. . Atlantic Bock Terminal 








BER. 0 6c cece seows 15 miles from North Sea ER icntaadrewd 67 miles from English Channel 
CT Perr er re 50 miles from North Sea Se rer rrr 54 miles from Irish Sea 
POMIIMOTE. .. 2. cess 151 miles from Hampton Roads | Saree 78 miles from Atlantic Ocean 
ee ee 60 miles from Bay of Biscay New Orleans........ 106 miles from Gulf of Mexico 
_ SE ee ee 50 miles from North Sea PRERGGOIDEER . .. 0000 105 miles from Delaware Bay 
eer ree 67 miles from North Sea Portland, Oregon...... 112 miles from Pacific Ocean. 
re 50 miles from Gulf of Mexico Richmond, Virginia. ..104 miles from Atlantic Ocean 
SREMBONVENC. .....2.<5. 82 miles from Atlantic Ocean Wilmington, Delaware.82 miles from Atlantic Ocean 


New Orleans, second largest port in tonnage in the Nation, is farther from the Gulf of Mexico than Stockton 
is from the Sea. THE PORT OF STOCKTON IS 90 MILES FROM THE OCEAN. Because of its geographical 
position, Stockton offers big inducements to shippers. It has penetrated two mountain barriers that form 
the western border of this great empire, thereby reducing land transportation. The SAVING thus effected 
ACCRUES TO THE SHIPPER. 


Ship via Port of Stockton! 


FOR FURTHER INFORMATION 
° ¢ CALLORWRITE* °¢ 


DERECTOR OF THE PORT 





Branch Office General Office 
1325 Financial Center Bldg. CITY HALL 
San Francisco, Cal. Stockton, Cal. 


Douglas 2869 Phone 6500 
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For May the cost was $11,641,974 as against $12,894,688 in May 
1932. 


EMERGENCY BOARD FOR L. & A. st 
President Roosevelt has created an emergency board undeh | 


> 
it ~ Always the railway labor act to investigate and report on a disput 
between the Louisiana & Arkansas and employes. The makey 
Good Business of the board was to be announced later. 7 
to make an extra effort to keep every cus- 


tomer well satisfied. One very usual source 


of trouble is delayed deliveries. You avoid . In CHICAGO 
this when you maintain spot stocks of mer- TERMINAL 
chandise in well located public warehouses. WAREHOUSES 


‘ ° Close to ‘*Loop.”’ Office and warehuuse spzce for 
You will find the experienced warehouse ane.  otemamgee Hapa Pestenendasaton id. 

_ . unne],. water, rail and truck facilities at door. 
service we offer can be efficiently and eco- 54 W. ROOSEVELT ROAD CHICAGG 


nomically suited to your special require- 
ments. Full information on request with- 


out obligation. | & << — BUFFALO, N. Y. 


LARKIN TERMINAL WAREHOUSE 


. * * Alea heats oy ee Ae Buffalo's most modern warehouse. We 
1 .s gie"/s store, distribute and forward general 
merchandise. Lowest Buffalo insurance 


CROOKS TERMINAL R deer” HEE Y Sa cums 
WAREHOUSES RS Satan” Be Lett 4-010 CO tc. 


CHICAGO KANSAS CITY SSSSSSSSSSSSHSSSSSSSSSCSSSSSSSEHSSSSSSSESSRESCSSSESESSSSHESESESEESESERESE ER ES ee ee aeEs 


417-437 W. Harrison St. 1100-1112 Union Ave. ATTO RNEYS AT L AW 


HARRY C. AMES 


5801-5967 W. 65th St. 1411-1417 St. Louis Ave. 
Practicing ATTORNEY AT LAW 


LOS ANGELES 
Ninth and Alameda Streets 

before the Successor to Keene & Ames 
Formerly Attorney and Examiner 


INTERSTATE interstate Commerce | Commiocien 


opera 
Overland Terminal Warehouse Co. 
Transportation Bldg., Washington, D. C. 


COMMERCE 
COMMISSION a = ee 


Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 


PAYSOFF TINKOFF 
Attorney-at-Law i iy Public Accountant 


INTERSTATE cOMMI RCE CLAIMS ‘and FEDERAL TAXES! 


1721 Morton —— 208 ag Washington St.§ : 
HICAGO, ILL : 


ae 


SESSSSSSSSASSSTSSSSSSSSSSSSSSSSSSSSSHSSHSSSSHSSSSSSSESSSSSSSSESESSSSSSREeReeeeeeeeeeS, 


TRAFFIC MANAGERS 


TRAFFIC COUNSELOR 
Interstate Commerce and State Cemmission Cases and 


Departmental Service Commerce 


713 Mills Bidg. riggs 
WASHINGTON, D. C. Specialists 


HENRY J. SAUNDERS 


CONSULTING ENGINEER 
Cost and Statistical Analyses—Matters Relating 
te Rates—Censolidatiens and Valuations 
643 TRANSPORTATION BLDG. 
WASHINGTON, D. C. 
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Valuation 


Pet seccccenccccsnscsesecedseccceceevesseeccecsauausenas; 
SSSCSRSHTEATEEEeeseseeeeeeaeeeeeee 


QPetwan 


THRU RATES ig 7 i. From—Stamford, South Norwalk Bridget 


naa | a vauheonn F. A., W.T. L., Inter-Mountain, 
AND . : 3 MoosuP To—. Carolinas, South and Southwest 


DIRECT * samof = , 1.99 __ CLYDE, OLD DOMINION, SAVANNAH, 
i Vie MALLORY and MORGAN S. S. LINES 


WATER THAMES RIVER LINE, INC. 


Z o.! Pier 31 E. R. NEW YORK CITY 
ROUTE < 4 oS ERNEST E. FUCHS, Vice-Pres. 


(TaN. capicireminie a> Samim usage CARS 


Modern in desiqn-maintained in perfect condition 


NORTH AMERICAN CAR CORP. (°S") 327 SOUNH TA SALLE SF 





